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TITANIUM RAILS WIN OUT 
ON BOSTON ELEVATED 


The service on the Boston Elevated is said to bé the severest in the 
world. Note how test proved superior durability of open-hearth 
Titanium rails laid alternately with plain open-hearth rails. 


CONDITIONS OF TEST 


All rails A.S.C.E. Section, 85lbs.. Test rails laid alternately on high 
! per yard. side of track. 

_ Laid April Ist, 1911. Radius of curve, 100 feet. 
Measured October 31st, 1911. Grade, 5 per cent. down. 
Inservicewhenmeasured,214days. Track elevation, 3 inches. 


‘Average wear in square inch (for all rails) Ratio of Wear 
Open-hearth Titanium Open-hearth For all Rails 
_ In 214 days, .755 5387 ‘ . a 
Per 1,000,000tons, .0686 _—-.0488 al pr i oun hearth 


" (approximately) 


‘Titanium rails cost only about $2 more per ton than untreated rails. When you 
order, specify that our men shall look after the Titanium addition. On this con-_ 
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dition we will make no charge for their services. ' 


TESTS ON SOME OTHER ROADS 
Boston & Maine 42% to 118% .in favor of Titanium Rails. 


Lehigh Valley RR Yon Oh in favor of Titanium Rails. 
Baltimore & Ohio 56%. .... in favor of Titanium Rails. 


Booklet No. 22 di sibins in detail the superiority of Titanium-treated 
_ jron and steel. Rail diagrams of above tests gladly sent on request. 


Processes and Products Fully Patented 
H. H. COOK, District Agent 
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Leaders 


OSS, 99 said Joe, the Master Mechanic, to the General Manager, 
“those Westinghouse people have surely taken the lead in 

the railway game. They have stood out for ruggedness in both 
their control apparatus and motors, and there is no question about their 
having made good. The records for reliability and low maintenance cost 
of their motors and HI control, in general, have never been equalled. 
Did you notice that the new ‘Center-Entrance’ car in Brooklyn and the 
‘Stepless’ car in New York are both equipped with Westinghouse HL 
control and Field Control, Slow Speed Motors? The ‘Side-Entrance’ car 
in Washington also has Westinghouse Equipment.” | | 


‘Well,’ answered the General Manager, ‘‘they deserve this recogni- 
tion. They spent the time and the energy and resorted to the necessary 
co-operation with the operating railway men around the country to 
develop the designs and improvements which are giving these good 
results. I’m glad to hear of their success.”’ 


“Stepless’’ Car “Center-Entrance’’ Car 


» 


Westinghouse Electric and Manufacturing Co. é 2 


Sales offices in 45 American Cities 
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The occurrence of a blockade on a 
SINGLE-TRACK single-track city line is one of the 
CITY LINES most annoying operating situations 
with which a busy superintendent has to deal. If the head- 
way between cars is short, and particularly if several dif- 
ferent lines use the same track over a portion of their 


BLOCKADES ON 


routes, it does not take long for the traffic of a wide area 
to become paralyzed by such a simple accident as the break- 
down of a dump cart loaded with sand or stone inside the 
clearance of the rails. From the company’s point of view, 
the first issue to be met is to keep the traffic moving in the 
right direction, and if this is brought about by intelligent 
service on the part of the car crew nearest the blockage 
much time and money will be saved. lf the broken-down 
vehicle cannot at once be moved out of the way, immediate 
steps should be taken to flag opposing cars past any signals 
which may be deterring them from advancing to the scene 
of the breakdown, so that passengers may be transferred 
around the wreck in each direction and service may be 
resumed. In other words, the adoption of the set-back 
principle of operation is all that is needed, but along with 
this should go the immediate notification to the operating 
department of the existence of the breakdown and the steps 
to be taken, combined with careful memoranda of register 
readings on al! cars, the notation of changed car numbers 
and the cautious procedure of rolling stock away from the 
blockade on each side. In some emergencies, a knowledge 
of horses and of the prying capabilities of timbers borrowed 
from some nearby point will help to clear the track; in other 
cases a jack carried on a car will help more than anything 
else. Each case must be treated by itself, but in general 
there is room for more thorough instruction on the methods 
of dealing with blockades from division superintendents to 


their supporting car service subordinates. 


TECHNICAL The importance of taking immediate 


EVIDENCE IN 
ACCIDENT CASES 


service employees are instructed on well-operated roads to 
be alert to obtain the names of witnesses at the earliest 
possible moment after an accident occurs, for this course is 
vital to the work of the claim department. But it is equally 
necessary, when any technical points in engineering are 
involved, that little time should be lost in getting expert 
witnesses to the place where trouble has appeared, the 
urgency of the case depending somewhat upon the oppor- 
tunities present for filing claims against the company. To 
illustrate what may be done, a case occurred recently in 
which a city car was derailed. The company immediately 
had its metallurgical expert examine the broken truck parts 
to determine whether the truck was at fault; an independent 
civil engineer was called in the day after the derailment 
and ordered to make an accurate survey of the track and 
surroundings without regard to his finding, so that the 
accuracy of the track gage could be checked up by an 
outside authority; the superintendent of car repairs made 
a prompt investigation on the spot of the technical points 


steps to secure complete evidence in 
accident cases is often urged. Car- 
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bearing upon the cause of the car’s leaving the track, taking 
measurements of its position and preparing a full memo- 
randum of every relative condition disclosed; the track 
foreman made a close inspection of the site of the accident 
and took gage readings within a few hours of the derail- 
ment, and a full examination was at once made of the re- 
pair shop records of the car. While these points would 
naturally be considered in the careful handling of a case 
by counsel, the promptness with which the work was done 
enabled the company better to present a solid front at the 
trial in support of the contention that the accident was of 
a kind impossible to foresee, and the jury was shown that 
all reasonable efforts were made to discover the cause im- 
mediately after the trouble occurred. 


The signal system of the New York, 
Westchester & Boston Railway, de- 


TRAIN- 
PROTECTION 
scribed elsewhere in this issue, fur- 
nishes a means of train protection of which every detail 
has been worked out and installed in accordance with the 
latest developments in the art. It is, perhaps, unfortunate 
that the joint use of track with another road compelled 
the new railway to use the arrangement of two two-posi- 
tion signals on each mast instead of the more recent and 
possibly more generally favored three-position semaphore. 
This does not, however, detract from the interest of the 
installation, which is one of the very few track-circuit- 
controlled signal systems operated in connection with 
alternating propulsion current. It is, so far as we know, 
the first system to be planned with regard to the future 
installation of automatic train stops, although the rapid 
growth of long distance electric transportation would in- 
dicate that the use of this safety device is eventually cer- 
The telephone system which 
has been installed along the railway is perhaps the nearest 
approach which can be made to the telegraph, although it 
avoids all of the latter’s necessity for expert operators. 


tain to become universal. 


By the use of an ingenious intercalling system the necessity 
for a common-battery system is obviated, and instead of 
running a pair of wires to each station or calling point a 
few through wires on to which various groups of stations 
can be connected are extended along the road. The saving 
in wire and the reliability against failures can be appre- 
ciated when it is known that stations on the line are lgcated 
approximately every half mile with the outlying ones 14 
The installation of inter- 
locking plants for the control of all switches is perhaps an 
unusual refinement for electric railways, but it is a matter 


miles away from the terminal. 


which in time may have to be considered by everyone. 
One of the features in this installation is the elimination 
of the necessity for keeping operators in the interlocking 
towers at all times in order to operate the main line signals 
which protect the switches controlled from the towers. At 
points where switching movements occur only during part 
of the day, the main line signals ordinarily controlled by the 
tower operator can be made to operate automatically as a 
part of the regular block system. The new railway, al- 
though at an initial cost which may possibly be heavy, has, 
throughout, provided against future requirements, and, 
pending this, is undoubtedly effecting large savings in the 
costs of operation and maintenance. 


[VoL ALY News: 
SELF-PROPELLED CARS 


The preliminary report on self-propelled cars made at 
a recent meeting of the equipment committee of the 
American Electric Railway Engineering Association by E. 
W. Holst, chairman of the sub-committee on this subject, 


-indicates that the report will be of most comprehensive 


character despite the fact that it will be the first of its 
kind to be presented before the association. No subject 
could have been more timely, for the self-propelled car in 
various forms appears to have attained a stage of develop- 
ment that makes it a factor to be reckoned with in fields 
which have hitherto been considered the monopoly of either 
the electric car or the steam locomotive. The difference 
between the self-propelled car of to-day and that of the 
late eighties is as great as that between the first electric 
car and the highly efficient and reliable vehicle into which 
it has evolved. It is true that up to very recent years the 
development of self-propelled cars was more or less spo- 
radic, but both the gasoline and storage battery types have 
received a wonderful impetus which may be considered as 
a by-product of automobile construction and operation. 
The gasoline-electric car, on the other hand, is quite an in- 
dependent development. Of the pioneer forms of self- 
propelled cars the steam and compressed-air types have 
not been revived, but the storage battery car has been 
brought forth again in vastly improved forms. 

The experiences with each type of the modern self-pro- 
pelled cars appear now to have attained the point where it 
is possible to define more or less closely the field which each 
variety of this vehicle is best adapted to serve. 

The straight gasoline and the gasoline-electric car ap 
pear to fulfill the requirements of high-speed service over 
long distances for a minimum investment. Of the two the 
straight gasoline car seems to be satisfactory more particu- 
larly for long-distance work where the stops are few. On 
the other hand, the gasoline-electric combination owing to 
its superior flexibility of control is highly favorable for an 
overland service where stops must be made at many sta- 
tions and often at highway crossings. In any event, either 
of these types deserves serious consideration wherever the 
trafic for several years to come would not justify the usual 
type of electric interurban railway. Owing to the increas- 
ing cost of gasoline for automobile use any improvement 
which will make possible the employment of a fuel less 
generally in demand would be of help to the general adop- 
tion of internal-combustion motor cars. 

The field of the storage battery car seems at present to 
overlap somewhat that of the gasoline-electric car, al- 
though further experience with both motive powers will 
probably fix a line of demarcation. It also appears to be 
the ideal solution for small cities where not more than four 
or five cars are required and where electrical energy on 
off-peak load can be purchased cheaply, for the lines of 
light traffic in cities which do not permit the use of an over- 
head trolley, for the extensions of suburban lines until such 
time as the latter can afford a substation and overhead 
system, and also for miscellaneous purposes, such as switch- 
ing in steam railroad yards in cities. The limitations in 
the weight of the storage battery, inevitable to any form 
of accumulator car, make it unsuitable for conditions that 
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require high speeds or the climbing of heavy grades. But 
the energy for its propulsion in most cases should be cheap, 
because in practically every case where storage battery 
cars will be run an electric light station will be found to 
take on this off-peak load at a very low price per kw-hr. 
Whether the present limitations of weight of the battery 
are permanent remains to be seen, but there is certainly 
an incentive in the storage battery traction field to the 
inventor who can produce a battery with a very high 
discharge rate and thus by providing more frequent periods 
of charging greatly reduce the dead weight to be carried. 

It will be seen from the foregoing that the outlook for 
each type of self-propelled car is an encouraging one, pro- 
vided that the factor of depreciation does not overshadow 
the advantageous first cost and operating costs that have 
already been obtained. These are the points which we 
trust that the committee on equipment will take up thor- 
oughly in its report, because, after all, they are the crux 
of the question. 


THE CITY OF CHICAGO AND ITS TRANSPORTATION 
COMPANIES 


The city administration of Chicago seems to be conduct- 
ing a systematic campaign against the street and elevated 
railways which furnish its local transportation service. If 
this is not the case the combination of measures directed 
against the companies passed or under consideration by the 
City Council forms a remarkable and most unfortunate 
coincidence. The situation is all the more open to serious 
criticism because of the fact that under the 1907 ordi- 
nances the city is virtually a preferred partner in the oper- 
ation of the surface railways, receiving a share of their 
profits without liability or investment on its part. That the 
profits obtained by the city of Chicago from this source 
amount to no insignificant sum is indicated by the expecta- 
tion that the total fund will reach $10,000,000 very shortly, 
forming the first part of the cost of a subway. Those who 
believe in a single animus behind each of these bills allege 
that it is the desire of the administration to drive close 
terms with the companies in the rearrangement of the fran- 
chise relations that will result from the proposed consoli- 
dation of the elevated and surface railway properties. 
Now, it is certainly not detrimental to the interests of the 
city to have these systems merged. If the companies did 
not believe that the economies which can be introduced as 
a result of consolidation justify a combination they would 
not seek consolidation and its attendant economies. But 
these economies will not be realized if the conditions which 
can be improved by consolidation are changed before the 
combination can be made effective. Here is a case where 
the city will benefit equally with the companies if a con- 
solidation is effected. Yet the city administration seems to 
take the position that before a combination can be made 
the conditions which now justify consolidation shall be 
altered. Does it not follow that revised terms must be 
prepared by the companies? 

Among the harassing ordinances which have been 
passed is one prohibiting the use of cars for advertising 
purposes. This ordinance was published in full in the 
Evectric RaiLway Journat of July 6, 1912, page 39. .We 
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have read it in vain to see whether it makes any excuse for 
its existence. It does not assert that the change is in the 
public interest and we do not see how anyone can claim 
that it is. The Chicago Railways Company received from 
advertising in the year ended Jan. 31, 1912, a total of 
$100,000. If any expense should be deducted from this 
amount in order to show the net income derived from this 
source, the amount is very slight. Advertising has been 
conducted in street cars everywhere for years, and when 
neatly done, and there has been no complaint on this score 
in Chicago so far as we have heard, is accepted as a legiti- 
Now, if it 


can be imagined for a moment that the courts will accept 


mate and perfectly proper source of income. 


such an ordinance as legal, the Chicago Rai!ways Com- 
pany will lose $100,000 revenue. Assuming that no ex- 
pense pertains to this part of the business, the net income 
of the last fiscal year would have been reduced by that 
In the 


division between the city and the company the former 


amount if the ordinance had been operative then. 


would have lost $55,000 and the latter $45,000. Is this a 
result at which the city authorities are aiming? 
If the electrolysis ordinance which has just been 


passed by the City Council is legal, a large invest- 
ment, estimated by some at $6,000,000, will be imposed 
upon the companies. This will be a capital charge, al- 
though necessarily it will involve some permanent addition 
to operating expenses for the care of the additional in- 
vestment. Can the companies in Chicago continue to ex- 
pand their capital accounts, particularly for non-revenue 
producing property? The value of the property of the two 
principal companies, the Chicago City Railway and the 
Chicago Railways Company, was fixed by the appraisers 
acting on behalf of the city at a total of $50,000,000 as of 
June 30, 1906. On Jan. 31, 1912, the value of the property 
of these two companies, including presumably about $4,- 
000,000 for the Chicago Consolidated Traction property, 
was $128,337,307. 
added in less than six years to their capital value, the price 


In other words, the companies have 


which the city is bound under the ordinances to recognize, 
a total of upwards of $78,000,000 for rehabilitation and 
approved investment. The city has also passed an ordi- 
nance requiring universal transfers on the elevated lines, 
the legality of which is questioned. In the negotiations re- 
lating to the valuation of the elevated railway properties, 
the attitude of the city has been arbitrary and uncompro- 
mising. All of these are matters that are large questions 
of public concern. They should not be levelled to the plane 
of a horse trade. 

The city administration should remember that the city 
has received already a large amount in the division of 
profits acquired by the operations of the surface railway 
properties. If it does no more than to conserve the earn- 
ings of the companies so as to protect its returns from year 
to year at the rate at which they have been received in the 
past, it will accomplish results of intrinsic value. The com- 
panies have serious problems to meet and the city will not 
help them by its present policy of attack. Certainly the 
joint arrangement fixed by the famous 1907 ordinance will 
not be a success unless each interest does its fair part in 
the spirit of co-operation which prevailed when the meas- 
ures were passed, 
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The Signal System of 
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the New York, West- 


chester & Boston Railway 


A Description of the Automatic Block Signals Installed on a High-Speed Electric Railway Using Alternating Propulsion 


Current. 


An Account of the Interlocking Plants and of the Telephone System Is Included 


The New York, Westchester & Boston Railway, a new 
suburban line of which descriptions have been given in the 
ELecrric RAILWAY JoURNAL of June I5 and previous issues, 
is a single-phase electric road which extends north from 
New York City, with a four-track section approximately 


> miles in length dividing at Columbus Avenue into two 
double-track branches. One of these extends eastward 


approximately 2 miles to New Rochelle and the other con- 
tinues about 9 miles north to the city of White Plains. 
The construction of the road throughout provides for the 
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tractors, the complete system of automatic block signals, 
together with the seven interlocking plants, was installed 
under a single contract by the Union Switch & Signal Com- 
pany. For the same reason the system of inter-communi- 
cating telephones was furnished complete by the Western 
Electric Company. Both systems were planned and worked 
out in detail in the offices of the railway company under 
the direction of John Roberts, engineer of maintenance 
of way, and M. H. Loughridge, office engineer, the conven- 
tional wiring diagrams and curves accompanying this article 
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N. Y., W. & B. Signal System—View of a Four-Track Signal Bridge, Showing Platforms and Protective Screens 


heaviest kind of suburban traffic with multiple-unit cars 
having a normal maximum running speed of 57 m.p.h. 

Stations on the four-track section and on the New 
Rochelle branch are at intervals of approximately % mile 
and at intervals of 1 mile on the White Plains branch. 
Express stations are approximately 2% miles apart. The 
average train speed, including stops, is 37 m.p.h. for express 
trains and approximately 22 m.p.h. for local trains, and it 
is expected that the ultimate schedule will necessitate a 
five-minute headway for both classes. To handle such a 
traffic with safety and without delays it was necessary to 
install not only a block signal system of thorough reliability 
but also a communication system between stations and 
between the interlocking towers at switches, which would 
be rapid as well as free from possibility of failure. 

To avoid the possibility of unsatisfactory operation due 
to the use of different pieces of apparatus which might not 
work harmoniously together if furnished by different con- 


- 


and showing the novelties in the electric circuits for dif- 
ferent functions being specially prepared in the office of 
Mr. Loughridge. 
PRINCIPLE OF OPERATION 

As with other systems of automatic signals for double- 
track lines the road is divided into sections or blocks about 
4000 ft. long, insulated from each other to permit the rails : 
in each to be used as an isolated electric circuit. 

The operation of the signal system on the new line is, 
however, complicated by the use of 25-cycle single-phase 
propulsion current delivered from an overhead contact wire 
at 11,000 volts. In consequence certain differences exist 
between it and the usual types of track-circuit signals in- 
stalled on electric railways which use direct current for the 
propulsion of cars. The most important of these is the use 
of a frequency of 60 cycles for the signal current in com- 
bination with 25-cycle propulsion current, in order that the 
increased inductive effect of this frequency over that pro- 
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duced by the 25-cycle propulsion current would permit the 
installation of positively acting devices responsive only to 
the action of the signal current. 

The operation of the signals is effected by feeding a 
60-cycle single-phase current supplied from an exterior 
source into the rails at the center of each block. The 
power thus applied amounts to very roughly 0.1 kw per 
block, depending upon the block length, leakage between 
rails and other influences, reaching the track relays with a 
value of about 4 amp and 3 volts. 
It is, however, the only source of 
energy used to operate the track 
relays, which in consequence are 
exceptionally positive in action. 
From one rail it passes through 
the track relays at each end of the 
block into the other rail and back 
to the other supply circuit connec- 
tion in the center. This is shown 
diagrammatically in the accom- 
panying cut of a conventional 
track circuit for one block. When- 
ever a pair of car wheels rests 
upon the rails at any point in the 
block it offers a path of much 
lower impedance than is exerted by 
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circuit and permits current again to flow through the signal 
motor and slot magnet at the signal mast. In consequence 
the signal motor starts to revolve and raises the signal 
counterweight, lowering the semaphore arm to the clear 
position. In this position the latch engages and is held in 
place by the slot magnet until the signal circuit is again 
opened by the passage of another train. 
IMPEDANCE BONDS 
The isolation of the track circuit formed by each block 
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tive track relay. The result is that 
the track current follows the path 
of least impedance and ceases to flow through the coils of 
the track relay. The latter normally holds closed a circuit 
upon which is the motor for operating the semaphore. When 
the track relay is first energized this motor starts and raises 
the signal counterweight so that the semaphore arm goes to 
clear position. The arm is held in place by a latch which is 
kept engaged by a so-called “slot magnet” so long as current 
flows through the coils of the latter. Whena train enters the 
block the track relay is de-energized, and the signal circuit 
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is broken. This results in de-energizing the “slot magnet” 
and releasing the latch which has been holding up the 
semaphore counterweight. The latter falls by gravity as 
soon as the latch is released, and in consequence the signal 
moves to danger position. When the train leaves the block 
and the short-circuiting effect of the car axles is removed 
the track current reverts to the original path along one rail 
through the track relay and back along the other rail. This 
energizes the track relay which in turn closes the signal 
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is effected by the usual fiber-insulated rail joints at the 
ends of each block. To provide a means whereby the rails 
can be used as a return for the propulsion current, the ends 
of adjoining blocks are connected together as shown in the 
accompanying cut of a conventional track circuit. These 
connections or impedance bonds take the place of the 
customary cross-bonds and are installed in pairs, one on each 
side of all insulated track joints. Each consists of a coil 
wound upon an iron core, and each pair of bonds are con- 
nected together at the centers of 
their coils. The propulsion cur- 
rent enters the coil from both ends, 
or from each rail, and leaves the 
coil through the center connection, 
passing to the other coil of the 
pair and then to the rails of the 
next block. In this way two op- 
posing magnetic fields are set up, 
one in each half of each coil, which, 
when the intermediate joint bond- 
ing in both rails is equaily good, 
are balanced in strength and neu- 
tralize each other. Since the iron 
core under ordinary conditions is 
demagnetized the energy loss due 
to the passage of the propulsion 
current is negligible. 

On the other hand, the highly in- 
ductive nature of the bond acts as 
a choke to the alternating signal 
current and only permits a negli- 
gible amount of this current to 
pass through it from end to end or 
between the two rails. In consequence the track-circuit 
current is shunted through the track relays. 

The bonds are made with laminated iron cores and are 
shaped like a shell-type transformer. The windings which 
surround the center member of the core are made of 
heavy strap copper and have a capacity for 200 amp. The 
whole is submerged in transformer oil. The cast-iron boxes 
containing the bonds are set between ties and practically 
level with the top surface of the ballast. Connections be- 
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tween the boxes and rails are made of No. 0000 bare copper 
strand, and as the rail joints are staggered one leg has to 
be extended half a rail length to the nearest opposite rail 
joint. This leg is carried in a wooden trunking below the 
ballast. 

TRACK RELAYS 

The track relays which make or break the signal circuits 
and are connected in series with the track circuit are located 
at each end of each block. These relays are energized solely 
by the track circuit in contradistinction to the types which 
depend for action upon the effect of current from an ex- 
terior source in combination with that from the track circuit. 
With the former type the flow of current in the track 
circuit is considerably increased, and this greatly increases 
the short-circuiting or shunting effect of several pairs of 
car wheels resting on the rails of the block. 

Current for the track circuit is fed into the center of the 
blocks instead of into one end in order to introduce the 
- impedance of the rails between the point of supply and the 
impedance bonds at the ends of each block. The impedance 
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“drop due to the rail reduces the voltage impressed upon the 
impedance bonds, and consequently tends to minimize the 
proportion of the track circuit current which is shunted 
through them and thus fails to pass through the track 
relays. If the block was fed at one end and one track 
relay located at the other end a heavy current would be 
shunted through the bond at the feeding end, as the im- 
pedance of 4000 ft. of rail is a very material item when 
opposed to the impedance of the bond. An advantage of 
having the feeding points located at the center of the block 
instead of at the end is that in the latter case the presence 
of a stationary train held by a signal would cause a con- 
siderable waste of power, as its wheels might be directly 
over the feeding points for considerable periods of time 
With center-fed blocks the trains which stop at the ends 
of the blocks have interposed, in the circuit, the impedance 
of some 2000 ft. of rail, and this materially reduces the 
flow of current. 

Two relays are required for each track circuit on account 
of the center-fed blocks. If only one relay was used the 
impedance of the rail between the feeding point and the 


end opposite to that on which the track relay was located 
would be so great that when a train was at that end of the 
block enough current might still be shunted through the 
track relay at the other end to hold the signal circuit closed. 
The presence in the block of a pair of wheels only short- 
circuits the rails and does not, of course, short-circuit the 
supply. 

The track relay or frequency relay is of the vane type, a 
which takes advantage of the moving field effect produced 
by shading coils. Its construction is shown diagrammatically 
by a plan view in the cut of the track circuit. The field is 
produced by a coil on a double-tee-shaped core and, in the “4 
air gaps formed by the spaces between the arms of the + 
tees, oscillates a double aluminum vane which in elevation 
looks like a “U” with very wide arms. The vane is 
fastened at the bottom to a yoke which pivots on centers in 
the frame supporting the core, and this permits the vane i 
to oscillate freely in the air gap through an angle of about , 
45 deg. The centers on which the vane pivots are located 
on the center line of the coil on the core. On the axis of 


the vane is a short crank and an arm, which is connected 
to a contact spring carrying a carbon contact. When one 
side of the vane swings up this contact makes a connection 
with a metal strip on one terminal post of the relay. When 
the other side of the vane swings up and the former side 
moves down the contact recedes and the connection is 
broken. The contact spring is connected by a flexible cable 
to the other binding post of the relay so that the vane opens 
or closes a circuit according to the direction of the swing 
of the vane. 
The impedance bonds previously described are normally 
intended to receive exactly one-half of the return current 
at each end or from each rail, discharging the whole cur- 
rent through the center connection. This, however, would 
necessitate an exactly equal resistance in each one of the 
two rails, and such a condition, due to slight defects in 
bonding or other causes, is a practical impossibility. When 
a larger return current flows in one rail than in the other — 
a portion of the excess will be shunted through the track : 
relay to the rail carrying the smaller current, and the in 
turbing effect of this unbalanced current has to be pro-_ 
ps 
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vided for by making the relay so that the normal flow of 
60-cycle signal current not only holds the signal circuit 
~ closed but will hold it closed regardless of the presence of 
any reasonable amount of propulsion current, This con- 
dition: is effected by making one side of the relay most 
sensitive to 25-cycle current and the other side to 60-cycle 
current, the two sides exerting Opposing pulls upon the 
vane. 

As shown in the drawing, the frequency relay has shading 
coils surrounding one-half of each pole face. These shading 
coils are in the form of copper ferrules, and as the direc- 
tion of the magnetic field is reversed each time the alter- 
nating current reverses in the field coils of the relay, induced 
currents are set up in the shading coils. As the magnetism 
in the coil rises, at the beginning of a cycle of the primary 
current, the induced current in the shading coil tends to 
retard the flux in the shaded portion of the pole face, and 
as the primary magnetism begins to decrease preparatory to 
reversal the induced current in the ferrule tends to main- 
tain the flux in the shaded portion. The same thing hap- 
pens after reversal, and in this way the intensity of the 
flux is continually shifting its position from the unshaded 
portion of the pole face to the shaded portion. In effect 
there is a moving field which draws the vane with it. 

At one end of the relay the pole faces are enlarged, and 
a choke consisting of another copper ferrule surrounds the 
entire pole. The result is that the pull of the field set up 
by 60-cycle current alone is less than at the other end, and 
if 60-cycle current only is impressed on the relay the side 
of the aluminum vane between the small pole faces will be 
raised up. If, however, only 25-cycle current is impressed 
upon the relay the choke is less effective on account of the 
lower frequency, and the enlarged pole faces produce a 
greater pull, with the result that the side of the vane which 
is between them is raised. When both 25-cycle and 
60-cycle current are impressed the vane takes a position in 
accordance with the field of greater strength. 

When the relay is normally energized with 60-cycle sig- 
nal current it will stand from 9 amp to 12 amp of 25-cycle 
propulsion current through its windings before it will open, 
and owing to the small return currents existing on account 
of the high-voltage transmission system, together with the 
auto-transformer action of the impedance bonds tending 
to balance the circuit, such an effect could be produced only 
by a very bad power bond or a broken rail. In either of 
these cases the signal would go to danger position and 
remain there until the defect was discovered and remedied. 

End-fed single-rail track circuits are used for the short 
sections of ladder tracks in switching yards, one rail being 
used for signals and one for power return. The power 
return rail is continuous through the interlocking. ‘The 
circuits are fed through a resistance from one transformer 
connected to the 110-volt a.c. supply and stepping the volt- 
age down to that required for operating the track relays. 
This is the first installation, in connection with a.c. pro- 
pulsion, of single rail return and signal circuits. 

The relays along the line are inclosed in wooden boxes 
which have hard rubber panels for the terminals and fuses. 
A lamp socket is provided in each for use with a portable 
lamp in case examinations of the relays are required at 
night. 

SIGNALS. 

Since the new line uses the tracks of the New York, New 
Haven & Hartford Railroad for reaching its New York 
terminal, signals similar in aspect to those of the New 
Haven system were considered preferable to three-position 
signals. For this reason two-position semaphores are used, 
most of them being suspended from the catenary bridges. 
The semaphore arms are center pivoted, counterweighted to 
return by gravity to the horizontal, and have a movement 
of 60 deg. from this position. They are located with a 
minimum clearance of 15 in. from the pantographs on the 
cars and are operated on the “normal clear” principle. 
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All high signals are controlled by the Union Switch & 
Signal Company’s “Style B” mechanism, adapted to alter- 
nating-current operation. The accompanying half-tone 
shows the mechanism for a single semaphore controlled 
from an interlocking plant. This is exactly similar to the 
automatic block signal operating mechanism except that 
in the latter the indication circuit controller is omitted. 
The indication controller is the switch showing at the 
right-hand corner of the casing and connected by a small 
vertical rod to the slot arm. Its function is to open or 
close a circuit which operates the indication magnet for 
the segments of the signal lever in the interlocking tower. 
Thus it permits the signal lever to complete its stroke and 
release the mechanical interlock on the switch lever 
governed by the signal only after the semaphore arm has 
actually moved into the stop position corresponding to the 
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normal position of the lever. Double-arm semaphores have 
duplicate slot-arms operated by the same motor and trans- 
former, the motor operating the two slot arms by two end- 
less chains on the same shaft. 

The connections for a signal are shown in the conven- 
tional diagram of a signal circuit. By comparing this 
diagram with the half-tone showing the signal mechanism 
it will be seen that the motor indicated in the cut is located 
at the bottom of the mechanism casing. The slot arm and 
slot magnets are located immediately above the motor and 
are raised by the movement of an endless chain geared to 
the motor, the chain having a trunnion on one of the links 
which engage with the triangularly shaped fork at the end 
of the slot arm. When the slot arm reaches the top of its 
stroke a spring latch engages with a lug on this fork and 
holds in this position the slot arm, together with the heavy 
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push rod attached to it and extending up through the signal 
mast to the semaphore counterweight. At the top of its 
stroke the slot arm strikes the contact arm shown near the 
top of the casing and opens the contact points. This con- 
tact corresponds to 
one of the three 
switches shown in 
the conventional dia- 
gram just above the 
motor. 

The fork or “tog- 
gle” at the end of 
the slot arm is pivot- 
ed to it and held in 
rigid alignment with 
the slot arm by bell 
cranks extending 
back to the slot mag- 
nets. When the slot 
magnets are de-en- 
ergized the toggle is 
no longer held rigid 
with the slot arm, 
and by swinging on 
its pivot is disen- 
gaged from the 
spring latch, with N. 
the result that the 
slot arm falls down 
into the bottom position or that shown in the halftone. 
The slot magnet also acts as a relay, closing, when en- 
ergized, the motor circuit, as shown at the upper left-hand 
portion of the diagram. Thus, in the normal condition 
which begins after the passage of a train, the slot circuit is 
closed by the track relay. This results in first holding 
rigid the toggle at the end of the slot arm and second in 
closing a circuit through the signal motor. The latter cir- 
cuit remains closed until the slot arm is raised and the 
signal cleared, at which time the circuit is opened by the 
slot arm striking against the contacts at the top of the 
mechanism and separating them. The latter condition is 
shown by the position of the switches in the conventional 
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N. Y., W. & B. Signal System—Time-Speed Curve for Express Train Showing Present and Future Location of Si 
Along Typical Run 


diagram. In consequence the motor stops but the slot mag- 
net remains energized and holds the slot arm up and the 
semaphore in clear position until the passage of a train 
breaks the circuit at the track relay. 

In the upper right-hand corner of the casing is shown an 
air dash pot which is connected to the slot arm to prevent 
shock when it is released and falls into danger position. 

The motors for all signals are of the single-phase type 
without a commutator. They will start automatically from 
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any position and will operate the blade through a complete 
movement in four seconds. 

Dwarf signals, which are used for slow-speed train move- 
ments in reverse from the normal direction of traffic, are 
of the solenoid type, operated by direct current at 110 volts 
and controlled by a local a.c. relay which takes the place 
of the slot magnet on the high signals. In the subway 
section of the line, which extends about 4000 ft. north of 
Morris Park, light signals are used similar to the night in- 
dications of the block signals. All signals are electrically 
lighted with 2-cp, 2.5-watt tungsten filament lamps. These 
are operated by transformers on the 110-volt signal circuit, 
which steps the current down to 12 volts in order to give the 
highest possible lamp efficiency. Two lamps connected in 
multiple are used for each signal light. 

No wires are common to more than one source of energy, 
limiting the maximum length of wire to that of two blocks. 
This reduces the inductive influence from the propulsion 
current and simplifies maintenance, although it increases 
somewhat the necessary number of wires. 

SIGNAL LOCATION 

The block signaling was worked out on the principle 
that when approaching a stop signal the motorman should 
have an advance indication in proper time to stop his train 
when traveling at maximum speed, before reaching this 
signal. The retardation with the service application of the 
braking equipment was assumed as equal to a reduction in 
speed at the rate of 1% m.p.h.p.s. on level track, although 
the emergency braking application will cause almost twice 
this rate. The cars are fitted with a speed controller which 
cuts off the power from the car motors when the speed 
exceeds 57 m.p.h. This speed may, however, be accelerated 
by coasting on descending grade to 62 m.p.h. The braking 
curve showed that this advance indication, where trains 
attain maximum speed on level track, should not be less 
than 1820 ft., and on a I per cent descending grade should 
not be less than 2200 ft. p 

It was assumed on account of the limiting condition of 
foggy weather that the indication of the distant signal 
would be read when the train is at the signal. The braking 
distance, therefore, was lengthened to such an extent as 
would give the motorman ample time to act on the indica- . 


gnals . m 


tion and prepare to stop at the next signal. The extent to 

which the blocks should be lengthened for this purpose in- 
volves the personal equation of alertness in the motorman.» 
To provide a factor of safety the blocks are arranged at _ 
approximately 200 per cent of the service braking distance, 
which at maximum speed allows the motorman an inte 
of twenty-one seconds after passing the signal in whict 
apply the brakes. The usual practice was adopted of com- 
bining in one signal the advance indication for the suc- 
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ceeding block with the stop indication and with the braking 
distance, as determined above, the blocks were arranged for 
the closest headway. 

In most signal installations of this kind the theoretical 
length of block can only be approximated in practice. But 
on this road the interlockings are so located that fortunately 
the distance between them approximates a multiple of the 
length of block. In a number of cases, however, the signals 
‘had to be so located as to clear the platforms at passenger 
stations. 

The maximum length of block cannot be uniformly ap- 
plied to advantage on account of variations in speed. All 
scheduled trains stop at express stations, and only at points 
between these can maximum speed be attained. Moreover, 
there are certain curves and viaducts where a limited speed 
is called for. At the passing sidings, which are 1500 ft. 
long, the rear distant signals indicate for both the inter- 
locking signals at each end of the siding, and a train must 
travel this additional distance before a clear signal can be 
obtained for a following train. These conditions call for 
a shortening of the block so that trains may close in, and 
they have been shortened as far as a safe operating margin 
for non-stopping trains at these points would permit. 

The signaling on the local track for reasons of economy 
has followed the same arrangement as on the express tracks, 
although the average speed is considerably less. 

In practice an average headway of two. minutes and 
twenty seconds is possible for express trains and three 
minutes and forty-five seconds for local trains, including 
stops, and at no point is the possible headway for the latter 
greater than five minutes and six seconds. A time-speed 
curve is shown for express trains from East Third Street 
station to Wykagyl on the White Plains branch. The sig- 
nals are spaced on this curve according to the time that the 
train takes in running through the blocks. The headway 
is equal to the time required for a train to run the length of 
a distant signal indication plus the time required to run its 
length and eight seconds for the movement of two signal 
blades. This curve also shows the speed of trains at any 
signal location. 

Considerable thought was given to the use of automatic 
stops, and although it was decided not to install them 
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materially reduced, and in fact was taken at 40 per cent 
instead of 100 per cent, as in the present arrangement. 
From a construction point of view the ideal arrangement 
for future overlaps would be to place an additional signal 
in the center of each of the present blocks, thus reducing 
the distance between signals by half. If this was adopted, 
however, it would be necessary to reduce the maximum 
allowable speed. But without restricting the speed the 
present signals may be closed in on account of the reduction 
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in the margin of safety (by 60 per cent), and by additional 
signals a headway that will meet the requirements of the 
ultimate schedule may still be maintained. An arrangement 
of this kind has been worked out which will call for the 
relocation of thirty-two signals and the addition of thirty- 
six blocks. This will permit the same average headway 
for express trains and will increase the headway for local 
trains by ten seconds. The power for the system has suf- 
ficient capacity to operate these additional signals. This, 
it may be said, is the first time that a complete block signal 
system of this character has been planned with a view to 
the future installation of overlaps for automatic train stops. 
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initially, their future use was considered of such im- 
portance as to make it desirable in the present arrangement 
to provide the necessary parts of the apparatus for this 
purpose. Their use requires overlapping the control of the 
signals, which always secures a space interval between 
trains equal to the length of the overlap. On this account 
the factor of safety on the braking distance can be very 
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SUBSTATION FOR SIGNAL CURRENT 
Power for operating the signal switch and track circuits 
is obtained primarily from the main feeders carrying the 
propulsion current. The signal current, however, As de- 
livered at 60 cycles in order to permit selective action on 
the part of the track relays through which the propulsion 
current at 25 cycles as well as the signal current is liable to 
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be passed. This necessary difference in frequency is 
obtained by the use of frequency changers, consisting of a 
60-cycle, 2200-volt, 720-r.p.m. single-phase generator of 
45-kw capacity mounted on the same shaft and driven by a 
three-phase induction motor. The latter is of 75 hp capacity 
and receives its power from the main feeders and from a 
third phase wire which is carried along the line of the 
railroad from the main power station at Cos Cob. Current 
is delivered to the motor at 440 volts, being stepped down by 
transformers on the 11,000-volt feeders. These trans- 
formers are located in a high-tension room occupying the 
two-story portion of the substation building. In order to 
steady the load as well as to provide a power reserve a 70-hp, 
d.c. shunt-wound machine, operating at 160 volts and upon 
which floats a 400-amp-hour battery, is mounted upon the 
same shaft with the frequency changer. This operates as 
a motor running upon the storage battery or as a generator 
feeding into it in accordance with the rise or fall of the 
load. The battery alone will carry the entire load of the 
station for one hour. 

The pressure of the signal mains is kept constant at 2200 
volts by means of a Tirrill regulator on the field of the 
direct-connected exciter for the single-phase generator. A 
field regulator on the d.c. machine automatically maintains 
the speed without regard to the fluctuating voltage supplied 
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by the storage batteries in case it is necessary to operate 
with them alone. A circuit-breaker which trips both on 
overloads and underloads is installed to protect the bat- 
teries, and the customary time-limit relays are used for pro- 
tection against overload on both sides of the frequency 
changer, together with a relay which trips the oil switches 
with a low voltage at the supply mains. All of the ap- 
paratus for supplying the signal system with 60-cycle cur- 
rent was furnished by the General Electric Company. 
Signal mains of No. 3 B. & S. gage bare copper strand 
are carried in duplicate on the catenary bridges. All ap- 
paratus is connected to one of these circuits which is 
divided into sections to permit repairs without interruption 
of the whole line. The other circuit is used as a feeder. 
Wooden platforms are carried level with the bottom 
chord of the catenary bridge trusses which carry signals 
and these are provided with trap doors for access to the 
semaphores suspended below. Pipe railings are provided 
along the platforms, and the high-tension wires above them 
are protected by wire screens. The transformers to the 
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signal circuits are located on the catenary bridge truss, and 
those for the track circuits are housed in dust-proof cast- 
iron boxes adjacent to the bridge columns. 

Wire protection has been carried out to an unusually com- 
plete degree. Kerite insulated wires and cables are used 
throughout except for the 2200-volt signal mains carried on 
the catenary bridges. Wires exposed above ground, as well 
as the lead-covered high-tension connection to transformers, 
are inclosed in iron conduit. 
run in fiber conduit laid in concrete. A four-duct conduit 
line is installed along the center line of the railway, being 
made up with fiber ducts at the fills and tile duct along the 
cuts. This is installed primarily for the telephone system, 
but one duct is used for the signal circuits between blocks. 
Manholes are provided at the signal bridges and as required 
along the conduit line. Connections for switch movements 
where vibration exists are protected by flexible armored 
conduit, and distributing boxes for connection to different 
parts of apparatus are provided generally with screw covers 
or other forms of dust-proof handholes. This all results 
in the elimination of unslightly wood trunking and assures a 
low rate of depreciation on the wires. 

INTERLOCKING 

Seven power interlocking plants are installed for the 

operation of main-line switches. Power operation was 
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essential for the frequent movements necessary at the 
larger plants and was installed in the small plants on 
account of the lower cost of installation compared with 
mechanical interlockings as well as the advantages in using 
uniform apparatus. 

The interlockings are installed with the safeguards usual 
for high speed and dense traffic. Approach locking insures 
the integrity of the route to a train that has received a clear 
signal, and this cannot be changed for an interval of one 
and one-half minutes. An emergency release, however, is 
provided in the junction and terminal towers, enabling the 
leverman on breaking a seal to release instantly the ap- 
proach locking and change the route in cases of emergency, 


the breaking of the seal requiring an explanation as to the 
cause. 


the signal lever has been restored to normal. The locking 


of the switches, however, releases as soon as the train has _ 


passed over them. Separate indications are provided for 


the approach of trains in each of the two blocks in rear of 


All underground wiring is: 


Route locking secures the route in front of the 
train when it is within the limits of the interlocking after 
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the first home signal so as to give separate indications for 
trains following each other one block apart. These indica- 
tions consist of lights in a model of the tracks placed over 
the interlocking machine and a buzzer calling attention to 
the lights. Light indicators are also provided to show when 
the signals may be cleared and when the detector switch 
locks are released. Thus signalmen have ample indications 
of approaching trains, of the route that may be set up 
and of the signals that can be cleared, these latter indica- 
tions being embodied in the interlocking machine. 

In the small interlockings where it is not necessary to 
have a leverman constantly in attendance the signals for the 
direct movements operate automatically the same as block 
signals when the lever controlling them is kept reversed. 
Thus through trains may pass these interlockings without 
attention on the part of the operator. 

The most congested interlocking is the junction at Colum- 
bus Avenue on account of the grade crossing for the New 
Rochelle express and the White Plains local trains, and of 
locals from New Rochelle which cross with expresses from 
White Plains. Train movements at this place have to be 
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INTERLOCKING APPARATUS 

The interlockings are operated by the Union Switch & Sig- 
nal Company’s type “F” all-electric system. Switch move- 
ments are of the motor-driven type in which a horizontal 
drum operates the necessary cranks. Switch motors are con- 
nected through a friction clutch and reduction gearing to 
the switch points. The switch controller is set on a concrete 
foundation beside the switch and inclosed in a weather- 
proof case. This operates in response to the movements of 
the interlocking lever which controls the switch movement, 
and by changing the direction of the current through the 
switch motor armature it controls the direction of the move- 
ment of the switch. Additional contacts on the controller 
cause both ends of a cross-over to move simultaneously. 

The accompanying wiring diagram shows conventionally 
the circuits for the interlocking of a single switch. At the 
right is the switch controller, which in effect is a motor 
capable of making one-fourth of a complete revolution 
and whose armature swings either way in accordance with 
the direction of the current in the field coil. Next to this 
is the switch motor and its field, and to the left of this is 
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made with the utmost dispatch. This is because the express 
station at East Third Street, Mount Vernon, has been 
selected as the starting point of the timetable, which has 
been so drawn that passengers may transfer between ex- 
press and local trains in both directions without delay. It 
is further planned that a White Plains local shall arrive 
4 with a New Rochelle express and a New Rochelle local 
with a White Plains express. The operating margin in the 
former case is shown in the curves on the accompanying 
diagram. Assuming that the express and local trains leave 
-——s at the same time, the trains move together until the local 
2 slows up for the stop at Columbus Avenue station. In this 
time the express for New Rochelle must gain sufficiently to 
clear the interlocking and enable the route to be cleared 
r the White Plains local before the latter arrives at the 
interlocking signal on Bridge 115. In the cut an eight-car 
express train and a five-car local train are shown in their 
relative positions at the speed allowable. This curve shows 
that there will be a margin of 11.5 seconds in which the 
interlocking signal may be cleared before the local train 
reaches it. | 
- _ = 


shown the indication circuit controller which controls the 
normal and reverse indicating lock on the lever. This is 
attached to the locking bar of the switch movement, and 
consequently is shifted when the switch has completed its 
movement. The batteries are shown at the extreme left, 
and the circuit connections, which are closed at different 
positions in the movements of the lever, are indicated by 
the lettered circles, corresponding to the lettered positions 
in the conventional diagram of the lever. The two seg- 
ments on the locking shaft which control the movement of 
the lever from the normal position to the reverse and vice 
versa are below, together with the indication magnets which 
are to be energized in order to permit the jaws on their 
armatures to clear the teeth of the segments as they are 
moved by the lever. Energy for the various locking func- 
tions is supplied through the d.c. bus mains shown at the 
bottom of the cut. In addition to these, as shown, only 
four wires are required between the lever and the switch, 
of which two are connected to the field of the switch con- 
troller and cause it to move in accordance with the direction 
of the current in them. The other two wires extend from 
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the indication circuit controller to the indication lock on the 
lever. 

At the right of the locking shaft segment is shown a 
safety relay which can only be energized and thus give a 
clear signal when the position of the switch and lever 
correspond. This is inserted in the circuit controlled by 
the signal lever, and in case the mechanical interlocking 
between the switch lever and its corresponding signal lever 
permits the latter to be moved to a position which should 
give a clear signal the signal circuit will be open and the 
signal itself will not clear unless the switch has actually 
followed the movement of the switch lever. Direct current 
for operating the switches and interlocking functions is 
furnished at each interlocking tower by a motor generator 
set floating on a storage battery. This receives power from 
the signal mains through duplicate transformers which step 
the voltage down to 110 volts. 

TELEPHONE SYSTEM 

A telephonic communicating system between dispatchers, 
interlocking towers, and stations has been installed, and on 
account of the necessities of the high speed and dense traffic 
has been designed with unusually complete provisions 
against breakdowns as well as delays in establishing com- 
munication. These safeguards are effected by installing a 
number of different circuits, assigned to the various services 
and connected through different stations or towers so that 
all communicating points of any importance can plug into 
either one of at least two of them. Points of unusual im- 
portance can plug into any one of five different circuits, so 
that the possibility of delay on account of wires being in 
use or broken is so remote as to be negligible. 

The road is to be operated from the general offices in 
New York City, and at that point is a telephone switchboard 
of the ordinary commercial type with a capacity of thirty 
lines. At this board all circuits can, of course, be inter- 
connected as desired, and at night when the executive 
offices are closed the lines can be left by the operator so 
that all points on the road are in direct communication 


N. Y., W. & B. Signal System—Interior of Interlocking 
Tower 


with each other. This may also be done by the tower man 
at the Columbus Avenue junction, but under these circum- 
stances there is no indication when communication is ended 
and the line is clear. 
TELEPHONE CIRCUITS 

The circuits, which consist of twisted pairs of No. 10 
gage paper-insulated copper wire in lead-covered cable of 
low electrostatic capacity are arranged as follows: a 
train wire connects all interlocking towers on the four-track 
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section and the New Rochelle branch. A second train wire 
connects all interlocking towers on the four-track section 
and the White Plains branch, these two wires being so 
arranged that they may be handled together by one dis- 
patcher or separately by two dispatchers. A local wire 
connects all stations on the four-track section and the 
New Rochelle branch, and a second local wire connects all 
stations on the White Plains branch and the express stations 
only of the four-track section. A through message wire 
connects the chief points, such as interlocking towers, ex- 
press stations and terminals, on the whole road. There is 
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N. Y., W. & B. Signal System—Wiring Diagram for Single 
Switch 


in addition a line between all interlocking towers with which 
towermen may communicate without using a through line. 
This is intended for use with a future train-describing 
system. 

Each of these circuits is numbered and a diagram is 
provided to show upon which one it is necessary to plug in 
at any station in order to obtain direct communication with 
any other station without the assistance of the switchboard 
operator in New York City. : 

Additional lines which can be substituted for defective 
wires in the circuits, or which can be used for special con- 
ditions, are also provided over the entire road. All lines in- 
cluding spares, are brought in to jacks at each interlocking 
tower, so that substitutions of sections of sound wires for 
defective ones can be made without breaking connections. 

Where distances between stations exceed 1 mile, outlying 
telephones are provided so that track-walkers do not have 
to travel over % mile to report trouble. General accessi- 
bility for trainmen is provided by telephones located on 
station platforms at all express stations and at alternate 
local stations. : 

With this arrangement the number of stations on any 
circuit does not exceed twenty, and the greatest number of 
stations on any line not having an alternative speaking 
circuit is ten. 

Each communicating point is given a double number, of 
which the first part indicates the number of impulses sent 
out by a stepping wheel set in motion when a call is made, 
and the second part consists of one of five additional step 
numbers following a continuous impulse sent into the 
circuit. In calling a station after an unused circuit has 
been located by plugging into the various lines available for 
communication, the call is made by setting the double index — 
to the number of the station called and giving a turn to a 
calling key. This sets up a series of impulses which sets in 
motion a stepping wheel through a stepping magnet and 
establishes a local circuit for the indicating apparatus con- 
sisting of a light over the proper plug connection and a 
buzzer at the station called, the circuit remaining closed © 
until the call is answered by pressure of a push button on 
the inter-calling key and the insertion of the plug at the 
latter station. = 

The establishment of the circuit and the consequent call — 
causes a buzzing sound in the receiver at the station sending 
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the call. This is known as the “answer-back,” and estab- GRAPHICAL METHOD OF PREPARING SCHEDULES “@«. 
lishes the fact that the call has been received. After com- —————_> “ye 
leting the message the two parties merely hang up their a i ; : “th 
Pp s Sf P y § Ut The graphical method of preparing schedules and locat- 


™: 


receivers. 

The train wires are used exclusively for dispatcher’s use, 
and ordinarily communication with him is established by 
merely plugging into the line. 
receiver is closed up an audible buzzer establishes the call 
and the caller gets the regular “answer-back.” 

Power for the local sets is obtained from portable storage 
batteries charged when necessary from the substation at 
Columbus Avenue. A 
150-volt battery for the 
selectors is located at 
the telephone switch- 
board and is charged 
from one of the inter- 
locking system motor- 
generator sets. 

The inductive effect 
of the alternating pro- 
pulsion current is coun- 
teracted by frequent 
grounding of the tele- 
phone cable sheaths in 
addition to the shield- 
ing effect obtained by 
carrying the telephone 
cables underground. 
Lightning arresters lo- 
cated at every station 
are also provided to 
discharge the induced 
electrostatic charges 
before they reach dan- 
gerous voltages, and 
provision has been 
made for installing compensating transformers to induce 
differential currents in a spare pair of wires in each 
cable to nullify if necessary the effect of future power 
increases. 
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N. Y., W. & B. Signal System— 
Switchboard for Interlocking 
Tower 


UNDERGROUND TELEPHONE DUCTS 

The cables, which are located underground for appear- 
ance and permanence as well as for reducing inductive 
effects are installed in quadruple ducts of 3'%-in. tile in cuts 
and of 3-in. American Conduit Company’s bitumenized 
fiber at the fills. Both types of duct are incased in concrete 
having a minimum wall thickness of 3 in. The ducts follow 
the track grade except on levels, where they are laid to a 
drainage grade of from one-fourth to one-half of one per 
cent. Manholes are located every 500 ft., except on 
curves, where the spacing is reduced, and also as required 
for outlets of buildings and signals. Tile drains surrounded 
by loose trap rock are located under the concrete carrying 
the ducts, and the bottom of this concrete at fills is rein- 
forced with ™%4-in. square rods to protect against uneven 
settlement. On bridges of the solid-floor type fiber conduit 
above the bridge waterproofing is used, and on other bridges 
3-in. iron pipe conduit with an expansion joint at the bridge 
center is led through the concrete abutments and across 
the bridge. 

Manholes are elliptical, 4 ft. by 3 ft. in size and approxi- 
mately 3 ft. deep. The openings are 3 ft. by 2 ft. 6 in. and 
have corrugated rolled-steel cover plates of light weight, 
secured by bolts to the concrete. 


The Mason City & Clear Lake Railway, Mason City, Ia., 
has equipped the cabs of all its motor cars with Thomson 
astatic ammeters located convenient to the view of the 
motormen, The installation of this instrument enables the 
‘motorman to use caution jn handling his controller when 
starting a car, and results in considerable saving in the 
life of motor equipment and in current consumption. 


However, if the dispatcher’s * 


ing meeting points is old and has been described in this 
paper, but investigation shows that this simple method of 
preparing schedules is not universally known and practised. 
I. I. Hardy, superintendent of transportation of the Chi- 
cago, South Bend & Northern Indiana Railway, is using 
the method with one or two novel features, so that it may 
be well to describe the entire system as employed by him. 
The time card is figured on a basis that best fits the pas- 
senger travel. out of terminals, and then the schedule of 
the local and limited trains each way is figured to minutes 
and seconds. The time of each run is afterward verified 
by a test run and then plotted on cross-section paper to a 
large scale. The hours, minutes and seconds are used as 
abscissas and miles and tenths as ordinates. After the 
schedule of a limited or local train has been plotted as 
described, the general characteristics of the runs are 
studied. The line must slope at the same angle from the 
vertical when the roadbed conditions are equal. If there 
are numerous curves and steep grades, the running time 
must be lengthened. This increase in time increases the 
angle between the plotted run and the vertical. If the 
different sections of the line do not slope at the same angle, 
with equal roadbed conditions, the schedule is too fast or 
too slow at the points of variation. 

After a satisfactory schedule has been reached for each 
regular train in both directions, on a given line, the 
schedules of each are plotted on the same sheet of cross- 
section paper, as shown in the illustration. The points of 
intersection of the plotted runs are the meeting points and 
their location is found by noting the exact ordinate and 
carrying it over to the column where the sidings are noted. 
The nearest siding to the meeting-point ordinate is se- 
lected. The time of meeting is found by carefully reading 
the abscissas of the meeting point. If the meeting point 
as figured and plotted comes at a point some distance from 
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a siding, the time of starting the train from the terminal is 
adjusted so as to make all the meeting points come as 
near to sidings as possible. 

This plotted record of the permanent schedule is then 
mounted on heavy cardboard and, in the case of the Chi- 
cago, South Bend & Northern Indiana Railway, set in a 
frame in the superintendent of transportation’s office, 
where it may be used for daily reference. It is found very 
valuable in scheduling extra or special trains, and in plan- 
ning a winter service when traffic has decreased and it is 
necessary to reduce the number of trains, 

Special and extra train schedules are determined in a 
way similar to the regular trains, but the running time and 
meeting points are tested by the use of a thread. This 


go 


thread is stretched over the train chart and is held in place 
by pins so as to indicate the proposed extra run and to 
show how it will fit in with the regular runs. When the 
extra schedule is satisfactorily adjusted to meet all running 
conditions the thread line is allowed to remain on the 
diagram until the run is completed. Mr. Hardy's method | 
of making a winter schedule is not by adjusting the entire 
time card, but by taking off those trains which show light 
travel. 


CAR-SERVICE CHECKING SYSTEM ON THE CHICAGO 
RAILWAYS 


A system of checking car service has been inaugurated 
by the Chicago Railways Company’s engineering depart- 
ment, under the general supervision of the Board of Super- 
vising Engineers. The company hopes by it to improve 
its service and that the system will enable the various 
divisions to operate the maximum number of cars during 
the peaks of the morning and evening rush-hour periods. 
The system was devised by John Z. Murphy, chief engineer 
of the company, and the typical service curves shown in 
the illustration will form a basis for adjusting the existing 
service on Armitage Avenue. 


: Weather - Fair 
As will be noted on the curve, 
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The seating capacity line is based on the actual seating 
capacity of the car, and the average maximum capacity of 
eighty passengers per car is based on a comfortable stand- 
ing load. Owing to the difference in the sizes of the cars 
run on various divisions, the average maximum capacity 
varies from sixty-five to eighty passengers and is taken 
into consideration on lines where this variation occurs. 
The curves resulting from the first service check show that 
there are points where the existing service might well be 
reduced, either by a shift of a portion of the regular cars 
at a time when the traffic is light to a line where the traffic 
is dense and in excess of the service furnished. On some 
divisions also the curves have brought out the fact that in 
certain outlying districts a close headway is maintained 
when it might well be turned back to give more effective 
service on portions of the line where the traffic is dense. 


IMPROVING THE NEW JERSEY & PENNSYLVANIA 
TRACTION COMPANY'S ROAD 


The New Jersey & Pennsylvania Traction Company has 
made many improvements to its lines radiating from Tren- 
ton since passing into the hands of S. L. & W. R. Wright 
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passengers carried during the 
days of the week in times 
past, it was found that the 
maximum traffic condition occurs during the early part of 
the week, from Monday to Thursday inclusive, so all service 
checks have been confined to these days. 

Sixteen men have been employed to carry on the tests, 
and the checking will continue until all lines have been 
covered. One man is stationed at each checking point to 
count the passengers on each car and those boarding the 
car as well as the arrival time of each car from 5 o’clock 
in the morning until 11:20 o’clock at night. In addition to 
the actual service checking two men are engaged in deter- 
mining the points of maximum transfer, the points where 
cars are ahead or behind the schedule, and, in fact, any 
other conditions which might effect the service. 

In connection with the accompanying curves an explana- 
tion should be made. It was found that the curves became 
complicated when the passengers carried in each car as 
well as the headway of each car were plotted. It was there- 
fore decided to average the number of passengers carried 
per car and the headway during twenty-minute intervals. 
This resulted in the comparatively simple curves shown. 


Check on Car Service, Armitage Ave. Line at Chicago and Milwaukee Avenues, 
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and Battles & Company, Philadelphia, Pa. On the Prince- 
ton division two additional steel spans have been placed 
across Stony Brook to replace wooden trestles. Unusually 
heavy construction is required on this division as heavy q 
steel coal cars and like equipment are hauled on the line. 
The freight station at Chancery Street, Trenton, has been 
doubled in size, and additional equipment is being added to 
that department. The passenger cars on the Princeton and 
Lambertville divisions are being equipped with new long- 
wheelbase Standard trucks, four GE-203 motors, K-35-G 
controllers and complete new-air equipments. The cars on 
those divisions were formerly equipped with GE-57 
motors and K-14 controllers. About 25,000 new ties are _ 
being placed in the road this summer, and the overhead ~ 
work is being rehabilitated. Brad 


The Pacific Electric Railway, Los Angeles, C 
opened a clubhouse for its employees at Seventh ar 
tral Avenues, Los Angeles, Cal. The cost to’ equi 
place was $7,000. 4 
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SPANISH FORT PARK OF THE NEW ORLEANS RAILWAY the evacuation of the fort by the Spaniards it was occu- 
& LIGHT COM pied for a time by the French and then in 1815 by the 

COMPANY American troops. The fort was built of brick brought 

from Spain. It has recently been put in good repair by the 
railway company. The major portion of the fort stands 
to-day constructed of the original materials placed in the 


The New Orleans Railway & Light Company is devoting 
$200,000 to the development of the Spanish Fort recreation 


Spanish Fort Park—Restaurant 


park and the improvement of its tracks leading thereto. walls nearly 150 years ago. The age of the fort is indi- 
The site of this park is one of historic interest as well as cated by the many large trees within its walls. 


Spanish Fort Park—View of Park Buildings from Pier 


natural beauty. The park is located on the grounds of a The cars to and from the Spanish Fort park operate for 
fort established in 1771 and built by the Spaniards to pro- a larger part of the distance over the double-track line 


Spanish Fort Park—Terminal Station 


tect the entrance from Lake Pontchartrain to a bayou which serving the West End district. The new line from West 
then was thought to connect the lake with the ocean, After End to Spanish Fort has recently been built. All of this 
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trackage is heavily ballasted and cars are operated at fairly 
high speeds except in the more thickly populated districts. 
The headway on this line to Spanish Fort is thirty minutes 
during the winter season, when there are no special attrac- 
tions in the concessions at the fort. 

The improvements at Spanish Fort park include a ter- 
minal loop station with loading and unloading gates, ticket 
office and waiting rooms. The double-track line extending 
to the park passes this loop station, and one of the tracks 
extends for 1 mile on a pier leading out into Lake Pont- 
chartrain in front of the park. An illustration on page 9! 
shows a portion of this track with the park in the distance. 
During the summer season an ornamental excursion car is 
operated on this pier track, and passengers are carried out 
to the end of the pier and back for 5 cents a ride. The 
larger buildings recently erected in the park conform to the 
Spanish style of architecture. 


THE BOSTON STRIKE HEARING 


Final arguments were heard on July 16 by the Massachu- 
setts Board of Conciliation and Arbitration sitting as an 
inquiry tribunal in the Boston Elevated strike situation. 
The feature of the hearing was an extended exposition of 
the company’s position and its policies by its counsel, Henry 
F. Hurlburt, Esq., of Boston, who took direct issue with 
the strikers’ contention that discharges from the company’s 
service were the result of individual employees joining the 
union organization. Throughout the hearings the company 
has maintained that the direct cause of every discharge was 
unsatisfactory service or trouble-making, and in every in- 
stance the actual record of each man was available. 

Mr. Hurlburt emphasized the point that the function of 
the board is one of investigation and contended that better 
results would have been attained through private hearings, 
in view of the abuse to which various witnesses have been 
subjected by persons in attendance. Regarding the strike 
situation, he said that on june 6, the day before the walkout, 
there were in the service of the Boston Elevated Railway 
Company 9700 employees of all classes, and of this number 
5337 were what is known as “blue uniformed” or car service 
men. On June 7, 2251 of these men left their employment— 
a considerable minority of the blue-uniformed total. They 
left for one cause or another, and the speaker said that it 
did not follow, because that number of men left the com- 
pany, that they were all members of any union or associa- 
tion or that they were dissatisfied with the conditions under 
which they worked. Of those who left, 265 men returned to 
their employment and of the remainder 316 men have turned 
in their badges and settled up with the company, so that by 
the company’s figures 1670 men may now be said to be out 
of its employment. Mr. Hurlburt challenged the union 
officials to submit a list of the names of their adherents in 
confidence to the board, to allow the latter to compare it 
with the list of employees now in the service of the com- 
pany. He contended that such a procedure would at once 
dispose of the claims of the strikers’ counsel that between 
3000 and 4000 men are now on strike. 

The places of the men who left the company’s service 
have been filled by others, and to-day the company is oper- 
ating in its normal condition, giving full service to the 
public. There is, therefore, practically speaking, no strike 
on the company’s lines, and it cannot be conceded that those 
who left the company’s service should be the ones to declare 
when the strike is terminated. 

The present situation is not a question of wages, and no 
evidence has been offered to the board that the conditions 
of work were at issue. Prior to June 6 and 7 the company 
had undertaken to do its full duty toward its employees. 
On June 7 the petitioners assembled at a meeting, voted to 
strike without giving the company any warning whatever, 
without presenting to the company any demands, without 
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presenting any claim to the public or to the company that 
the wage they were getting was inadequate, or that the 
working conditions were improper. The strike was inaugu- 
rated by violence, assault and brutality. The petitioners 
confess that they should have done something in the way of 
submitting demands. The strike was voted by 1598 to 6. 

The Boston Elevated Railway Company refused to recog- 
nize a union dictated to in part by persons who have no 
recognition or affiliation with the company. The company 
is bound to exercise the highest degree of care consistent 
with practical operation, owing that duty to its passengers. 
In many instances it is almost an insurer of the safety of 
its passengers. To meet its responsibilities discipline is 
essential, and this must be invoked by rules and regulations 
which can be enforced, otherwise the safety of operation 
becomes jeopardized. The responsibility of the manage- 
ment of such a corporation is greater than if the business 
were a private one. Men were discharged for the good of 
the service because they were trouble-makers. That some 
of them were members of the union was not of the slightest 
importance. Of 262 men discharged 149 were removed 
for unsatisfactory service, and the others for trouble-mak- 
ing, fault-finding, insubordination and undermining disci- 
pline. In the lower court 117 men have now been con- 
victed of violence who were former employees, and no out- 
cry on the part of the leaders has been heard against these 
outrages in public. A certain portion of these men believe 
in intimidation and assault. The contention of the strikers 
that the traveling public is endangered by riding on the com- 
pany’s cars manned by many new men is disproved by the 
fact that in the month of June there were 200 less accidents 
reported than a year ago. 

Even assuming for the sake of argument that the com- 
pany discharged men for joining the union, the manage- 
ment was entirely within its rights in so doing. In the case 
of Adair v. United States, 208 U. S., p. 161, the Supreme 
Court held that a law regulating the employment or dis- 
charge of men in interstate commerce and fixing a penalty 
for discriminating. against unionism or a union man was 
unconstitutional. The court held that “it is a part of every 
man’s civil rights that he be left at liberty to refuse business 
relations with any person whomsoever, whether the refusal 
rests upon reasons or is the result of mere caprice, preju- 
dice or malice. With his reasons neither the public nor 
third persons have any legal concern. Such liberty 
and right embrace the right to make contracts for the 
purchase of the labor of others and equally the right to 
make contracts for the sale of his own labor. . . . It 
cannot be that any employer is under any legal obligation 
against his will to retain an employee in his personal serv- 
ice any more than the employee can be compelled against 
his will to remain in the personal service of another.” The 
employer has the right to refuse to employ a man because 
he belongs to an association or does not belong to one. 

Closing, Mr. Hurlburt said that there is to-day no strike 
upon the Boston Elevated for the investigation of the 
board. There is no controversy between the company and 
its employees because the petitioners to the board are not 
the employees of the company to-day. The responsibility 
of the strike rested upon the men who went out on June 7. ‘ 
“If you should find that the railroad company did not wish 4 
to have their men ‘unionized, as it is commonly called,” : 
said the speaker, “it was their legal right and their duty if 
they saw it so not to have such a union. For the exercise — 
of such a right, they are not to blame, under the law. The © 
responsibility was resting upon them for the management of _ 
their business. The responsibility for the strike rested upon 
this minority. . You cannot say that this railroad 
company should permit their men to unionize, because if 
you say that you say in substance to the world that every 
organization, private or public, should permit its men te 
become members of a union and be subject more or less to 
dictation of that union.” a 
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COMMITTEE MEETINGS IN NEW YORK 


The following are accounts of three committee meetings 

held in New York during the past week: 
EXPRESS AND FREIGHT ACCOUNTING 

The joint committee on express and freight accounting 
of the American Electric Railway Accountants’ Association 
and the American Electric Railway Transportation & Traf- 
fic Association met at the association office, New York, on 
July 16. The following were present: J. K. Choate, gen- 
eral manager Otsego & Herkimer Railroad; J. C. Collins, 
secretary New York State Railways; Walter Shroyer, 
auditor Indiana Union Traction Company; E. L. Kasemeier, 
auditor Ohio Electric Railway. The committee went over 
the report of the previous year and other developments 
affecting the question of accounting for express and freight 
expenses and completed plans for the report to be presented 
at the Chicago convention in October. 

ENGINEERING ACCOUNTING 

The joint committee on engineering accounting of the 
American Electric Railway Accountants’ Association and 
the American Electric Railway Engineering Association 
held a meeting at the Engineering Societies Building, New 
York, on July 15. The following were present: F. B. 
Lasher, traveling auditor New York State Railways; H. H. 
Adams, Ford, Bacon & Davis; John Sibbald, master me- 
chanic Fonda, Johnstown & Gloversville Railroad; M. J. 
French, engineer maintenance of way Utica & Mohawk 
Valley Railway; J. M. Joel, auditor Utica & Mohawk Valley 
Railway; J. C. Collins, secretary New York State Rail- 
ways. The members of the committee who were unable to 
be present were J. H. Hanna, chief engineer Capital Trac- 
tion Company; C. E. Thompson, auditor Chicago & Mil- 
waukee Electric Railroad, and A. F. Elkins, auditor Colum- 
bus, Delaware & Marion Railway. 

The committee devoted the morning session to a consid- 
eration of the work done by the sub-committees appointed 
at the January meeting and spent the afternoon session in 
the preparation of a first draft of the report to be presented 
at the October Chicago convention. The report will deal 
with several subjects that have been considered by the 
different sub-committees during the year, including inter- 
department charges, sub-division of maintenance of equip- 
- ment account and economical management or standardiza- 
tion of efficient methods. 

MULTIPLE UNIT OPERATION 

A meeting of the joint committee of the American Elec- 
tric Railway Engineering and Transportation & Traffic 
associations was held in New York on Tuesday, July 16. 
There were present from the Engineering Association, H. 
H. Adams, of Ford, Bacon & Davis, chairman, and H. A. 
Benedict, mechanical engineer Public Service Railway, and 
from the Transportation & Traffic Association, P. N. Jones, 
general superintendent Pittsburgh Railways, and M. D. 
Kilbride, superintendent of transportation of interurban 
lines New York State Railways. Alexander Jackson, of 
the Public Service Railway, who has assisted the com- 
mittee by establishing figures upon the results of train 
operation in city streets as well as schedules and time- 
tables for trailer-cars, was also present. 

This meeting is to be the last one for, the committee and it 
was called mainly for the purpose of checking over in 
detail and approving the final draft of the report which 
will be presented at the convention in October. In the 
morning the discussion centered upon the relative speeds 
and weights of the different units considered in the report 
and upon possible schedules and headways for various com- 
binations of cars. In the discussion numerous features in 
the operation of trailer-cars were brought out through the 
experience of Mr. Jones with that system on the railways 
of Pittsburgh, and the results obtained with two-car train 
operation in experiments made by the Public Service Rail- 
way were cited by Mr. Jackson. 
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The afternoon session was devoted largely to a discussion 
upon the maintenance costs of trailer-cars and the necessary 
number of spare cars of this type. It was decided that Mr. 
Jones would prepare and present to the committee at an 
early date figures covering the maintenance of trailers, 
based upon results obtained with the new cars in Pittsburgh 
but making due allowance for the increased maintenance 
costs which might be expected to exist with cars at least 
five years old. The relative demands of power for two- 
motor and four-motor equipment were also discussed at 
length, after which the report as revised was formally 
adopted by the committee with the exception of the matter 
of maintenance costs of trailers as outlined above. The 
committee as a whole expressed a vote of thanks to Co- 
Chairmen H. H. Adams and W. H. Sawyer for their efforts 
in collecting data and preparing figures for use in the 
committee’s report and expressed satisfaction with the re- 
sults thus obtained. 


REPORT OF OHIO TAX COMMISSION 


The annual report of the Tax Commission of Ohio, cover- 
ing the year 1911, has been issued. Until 1911 the property 
of steam and interurban electric railroads in the State, both 
real and personal, except real estate not used in the daily 
operations of the company, was assessed annually in May 
by an ex-officio board composed of the county auditors 
through whose counties the roads passed. Values deter- 
mined by these boards were equalized between the com- 
panies by an ex-officio state board of equalization consisting 
of state officers. All of this property was taxed locally, 
assessed values being apportioned to the several counties 
through which the roads extended, so that to each county 
and each taxing district there was apportioned such part 
thereof as was determined by a method of computation fixed 
in the statute. The commission adds: 

“The members of these ex-officio county boards were 
unfitted by experience or training to determine the value 
of railroads, and having but little time to devote to it, their 
work was almost perfunctory. Railroads were valued by 
much the same rule as has heretofore been described as 
being used in valuing the property of other corporations. 
Values were fixed arbitrarily, with little regard to actual 
values, and even when efforts were made to ascertain true 
values the property was treated as though it consisted of 
so much junk; that is, so many acres of land, so many 
buildings, so many miles of rail, so many miles of ties, so 
many second-hand locomotives, so many second-hand freight 
and passenger cars, etc. The grand total of the assessed 
value of the steam railroads, determined in this way for the 
year 1910, was $167,453,818 for 8492 miles of main track. 
The assessed value of interurban railroads, with mileage of 
2630 miles, for the year 1910 was $15,240,686. The Tax 
Commission fixed the value of steam railroads for the year 
IgII at $571,281,620 and the value of interurban railroads 
at $54,465,610. These values do not include the value of 
real estate not used in operation.” 

The public utility properties were assessed in 1910 at a 
total value of $263,191,480 and in 1911 at $912,862,833. 
Included in these figures were eighty-two street, suburban 
and interurban railways with a total value of $32,693,904 in 
tg10 and eighty-six such roads with a total value of 
$123,044,180 in I9QII. 


The Twin City Rapid Transit Company, Minneapolis, 
Minn., is replacing the floors of the back vestibules of all 
its cars with a %-in. wearing surface of mastic or asphal- 
tum composition. The mastic is applied hot on a 7%-in. 
wooden floor to which an expanded metal lath has been 
nailed. Experience with this type of floor has shown that 
it wears well, is impervious to water and does not become 
slippery. The cost to install this type of floor is low. 
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The Crosby Bill on Rate Regulation 


The Author Suggests a Method of Valuation of the Properties of Public Service Carriers, and Outlines a Suggested 
Seale For a Rate of Return for New and Old Capital 


The plan of regulating the return to be earned by public 
carriers suggested briefly by Oscar T. Crosby, president 
Wilmington & Philadelphia Traction Company, at the ban- 
quet at the last mid-year meeting of the American Electric 
Railway Association has been embodied in a bill submitted 
by Mr. Crosby to the committee on interstate commerce 
of the Senate. This bill provides for the valuation by 
arbitration of the carrier’s property, the valuation to be 
based upon actual money invested in the enterprise, and 
the cash value of service rendered to it, and of all property, 
corporeal or incorporeal owned by, or used, for its service. 

After deducting from the gross receipts the operating 
expenses, depreciation account, taxes, interest and sinking 
fund upon all debts, the carrier is to be allowed to earn 
a certain percentage upon its capital value as determined 
by the arbitration above mentioned. This allowed per- 
centage varies according to the length of time in which 
the carrier has been at work and according to the success 
which it may have attained. Substantially there is set up 
a distinction between the three following subdivisions of 
capital: 

(a) Old investments in old enterprises. 

(b) New investments in old enterprises. 

(c) New investments in new enterprises. 

For the purpose of administration an enterprise five 
years old is taken as having had time to demonstrate some- 
thing concerning the risk on the investment. Such an 
enterprise is permitted to earn on its old capital any estab- 
lished rate which it may have previously earned. If, how- 
ever, it is now about to make new investment, the allowed 
return on this new capital will vary with the conditions 
determined in the past. Thus if a high rate has been 
earned on the old capital, it is apparent that the risk for 
new capital is small, consequently a sliding scale is ar- 
ranged by virtue of which the allowable rate on the new 
capital becomes less, as the old capital shall have been 
shown to have been safely invested. The bill presumes 
that the various rates, which the various kinds of capital 
above mentioned shall be permitted to earn, will be deter- 
mined by state statutes, the great point being this, that a 
specific understanding shall be reached concerning this 
limited return. 

The present status of rate making is one of confusion. 
Every commission must presume something about the re- 
turn to capital when it fixes a rate, but no clear and well- 
digested rules for such return to capital have been made. 
Mr. Crosby’s bill, while drafted for the Interstate Com- 
merce business, is supposed to set up a standard for similar 
legislation by the states. Its application by the United 
States occurs only with respect to the property of com- 
mon carriers which may not have been thus previously 
regulated through contracts between carrier and state. 
The bill provides for the distribution for the surplus over 
the allowed return. One-half goes to employees of the 
carrier who may have been connected with it for one year 
or more during the period in question, and the other half 
is to go to the state. This provision applies only in case 
there has been no specific and different determination made 
in contracts existing between the states themselves and the 
carrier company. 

Mr. Crosby has addressed to Senator Clapp, chairman of 
the Senate Committee of Interstate Commerce, a letter 
which is also printed below and explains some of the 
technicalities of the bill as printed. 

As this matter has been received just prior to the time 
of going to press this paper is not prepared to criticize 


Mr. Crosby’s proposals. It should be said, however, that 
the subject is one of such importance as fully to justify 
its careful study by all who are interested in public 
utilities. This paper hopes to return to the subject at a 
later date with a more extended consideration of the pro- 
visions appearing in Mr. Crosby’s bill. 

Mr. Crosby’s letter to Senator Clapp, his bill and a draft 
of a proposed bill for state legislatures follow: 

LETTER TO SENATOR CLAPP 
“Senator Moses E. Clapp, Chairman, Interstate Commerce 
Committee, 
“United States Senate, Washington, D. C. 
‘Dear sir: 

“In respect to the rough draft of the Bill for the Regu- 
lation of Common Carriers which is inclosed herewith, 
permit me to make explanation of the proposals contained 
in said draft as follows: 

“7, No endeavor is made to repeat existing provisions 
as to mechanism for the working of a commission nor for 
appeals, or in general, for what may be termed ‘procedure.’ 
It is believed that such details, though necessary, might at 
first only cloud the study of principles which should control. 

“2. No special reference is made to passenger rates. The 
draft uses only the terms applicable to freight rates, these 
latter presenting far more complications than the former. 
The same general principles are presumed, however, to 
apply to both. 

“3, Since the bill supposes no detailed government con- 
trol of security issues, no recommendation is made in the 
bill as to the form of company organization. It is, how- 
ever, my belief that the creation of shares without nominal 
par value, as recommended by the so-called Hadley Com- 
mission which reported recently to President Taft on this 
subject, should in all cases be favored. 

“4. The basic principle of the bill is to be found in the 
idea of limiting returns to capital invested in public utilities. 
Such limitation is involved in every rate regulation. To 
regulate rates before fixing returns to capital is simply to 
put the cart before the horse. Senator La Follette justly 
says in a recent magazine article that the Interstate Com- 
merce Commission is now working in the track. He insists 
that a light can be given only by fixing some return to 
capital upon some previously fixed estimated value of prop- 
erty. In this he seems to me to be entirely right. He also 
seems to me to be entirely wrong in his suggestion as to 
how the existing value shall be determined. The main 
thing, however, is in the first place, to settle the point that 
rates must be regulated, if regulated at all, by reference 
to some adopted rule concerning the return to capital value. 

“Rate regulations as now made are ex post facto, horse- 
post-cart performances. They are absurd iri lack of prin- 
ciple. They may or may not be harmful to the public. 
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5. By limiting returns to capital we obtain (a) a guide 
to rate regulation; (b) a guide to investors; (c) a guide 
for the arrangement of value in any case in which a public 
utility property may be taken over by the public; (d) a. 
relief from the cry against watered stock whose value 
would, according to the present proposition, be limited by 
the amount of agreed net income available after paying 
interest on borrowed funds; (e) a guide for the determina- 
tion of wages disputed by arbitration. 
“6. In thus stopping the cry against the representation 
of brains and effort, as distinguished from wealth, future 
generations of poor young men will not be deprived of a 
convenience without which the great enterprises of the 
past could not have flourished. 
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“7. The draft shows need of proper final polish. Time 
has been lacking for this. The main object has been to 
throw into form for discussion the principle of limiting 
returns to capital, and to show how it may be applied to 
three cases that must be distinguished from each other, 
viz.: (a) Old money in old enterprises, (b) new money 
in old enterprises, (c) new money in new enterprises. 

“The sliding scale of returns appearing in Section 4 
seems to accomplish this result, taken in connection with 
some necessary rule-of-thumb in defining an old enter- 
prise. 

“8. It has also been desired to emphasize the fact that 
the great function of Government control should be simply 
this: 

“To regulate rates only in case limiting returns to capital 
have been reached, or in case discrimination is to be cor- 
rected. 

“The matter of sufficient service may be almost entirely 
left to the self-interest of the operating companies. This 
has been, in America, the efficient cause of marvellous de- 
velopment. No question, however, is raised as to the right 
of Government representatives to require sufficient and safe 
service. 

“9. It must be apparent to all that no wisdom in rate 
regulation can be had without principles to guide, and that 
even with principles to guide, the detail of original rate 
fixation for our great country is a burden too heavy for one 
body. The theory of the bill in question is that the Com- 
mission acts only to correct overcharges, and that what 
is an overcharge flows almost automatically from the 
adopted principles.” 


[Signed] Oscar T. Crospy. 


[Draft oF Birt SuBMITTED By Oscar T. Crospy TO THE 
COMMITTEE ON INTERSTATE COMMERCE. | 


“Be it enacted by the Senate and House of Representa- 
tives of the United States of America in Congress assem- 
bled, That from and after the passage of this Act the 
Interstate Commerce Commission (hereinafter called com- 
mission), in the determination of rates permitted to be 
charged and collected for the transportation of goods by 
_ common carriers (hereinafter called carriers) engaged in 
interstate commerce, shall not interfere with or modify the 
tates existing at any time, except as such interference 
with or modification of said rates shall be necessary for the 
enforcement of the provisions of this Act. 

“Sec. 2. (A) For the purpose of this Act the words 
“capital value” shall be construed as meaning that value 
which shall be made up of the following elements: 

“(a) All actual cash invested in the carrier business, 
whether from the proceeds of loans or from the sale of 
stock of any description. 

“(b) All cash values of services rendered to the carrier 
for its corporate purposes and all cash values of property, 
corporeal or incorporeal, belonging to or used by the car- 
rier for its proper corporate purposes. The value of such 
services and such property shall be, in the first instance, 
fixed by the commission. If such valuation be objected 
to by the carrier, then it shall be determined finally by three 
arbitrators, one to be named by the commission, one by the 
carrier, and the third by these two: Provided, That if such 
arbitration shall not have been made and reported to the 
commission within twelve months after the filing of the 
objection to the commission’s valuation by the carrier, then 
the commission’s valuation shall be final: And provided 
further, That on the request of the carrier for such arbi- 
tration the commission shall name its arbitrator in not less 
than sixty days. Fes 

“(B) For the purpose of this Act the words “earned divi- 
dends” shall be interpreted as identifying the sum left 
over after the subtraction from the gross receipts of the 
carrier, within any period in question, a sum made up of 

the following elements: 
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“(a) Operating expenses and depreciation accounts as 
defined by the commission. 

“(b) Taxes as lawfully levied by National and State au- 
thorities and paid by the carrier. 

“(c) Interest and sinking funds on all debts. 

“(C) For the purposes of this Act the words “actual cost 
of transportation” shall be interpreted as covering a due 
proportion, chargeable against each commodity, of operating 
expenses, including depreciation account, and all public 
taxes paid by the carrier in the conduct of its business; 
but shall not include any charge for interest on borrowed 
money, or for dividend of stock, or for any portion of 
rentals of property paid to owners, except such portions 
as may duly cover taxes, insurance and depreciation. In 
the determination of the actual cost of transportation ac- 
count shall be taken of the following elements among 
others: 

“(a) Size of shipment as between train shipments of ten 
cars or more, carload shipments, and less-than-carload ship- 
ments. 

“(b) Character of casings or wrappings in which the 
commodities are shipped. 

“(c) Direction in which the commodity is moving. 

“(d) Character of cars required for safe handling of 
commodities. 

“(e) Specific gravity of commodity in its package. 

“Sec. 3. (A) Existing rates or those that may hereafter 
be established shall not be lowered by an act of the com- 
mission to such extent as will probably, solely by reason 
of said lower rate, prevent the carrier from earning cer- 
tain allowable returns to capital as said returns to capital 
are specified in section three of this Act. Rates existing 
at any time shall be raised or lowered after due considera- 
tion by the commission to the end that and in so far as the 
rates alone affect the matter the earnings of the carrier 
may possibly reach but not exceed the dividend of returns 
to capital as specified in this Act. 

“(B) In the consideration of the returns to capital as 
called for by this Act, the commission shall take into 
account the business done by any carrier within the limits 
of any State, and shall approve or modify the rate for 
intrastate business as the same may be established by the 
carrier or by any official authority of individual States in 
order that the total business done by any carrier engaged 
in interstate commerce shall be made to conform with the 
provisions of this Act. 

“Sec. 4. (A) For the purpose of fixing allowable re- 
turns to capital in the administration of this Act the carriers 
shall be divided into the following three classes: 

“First. Carriers that have been in operation five years 
or more before the date of this Act. If such a carrier shall 
have earned dividends during the said period of five years 
IO per centum or more in the average on its average out- 
standing stock, then it shall have been considered as having 
reached a maximum allowable return to capital. If its 
average dividend earned during the said period shall have 
been less than Io per centum, then its allowable returns 
to capital shall be considered as sufficient to make a pos- 
sible ro per centum dividend on the said outstanding stock. 

“Second. Carriers that have been in operation less than 
five years previous to the date of this Act. For such car- 
riers the allowable returns shall not be less than ro per 
centum on the capital value engaged in the carrier’s affairs 
at the date of the passage of this Act, as such capital value 
is defined in section one of this Act. 

“Third. Carriers organized and beginning their opera- 
tions after the date of this Act. For such carriers the 
maximum allowable returns to capital value shall be 15 
per centum on that amount of capital value which may be 
engaged in the carrier’s affairs from the beginning of its 
operations up to a period of five years thereafter. 

“(B) In respect to capital value invested at any time 
after the date of the passage of this Act by carriers de- 
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ceribed in subparagraphs one and two, paragraph A, of this 
section, and with respect to capital value invested five years 
after the date of the beginning of their operations by car- 
riers described in subparagraph three of paragraph A of 
this section, the allowable returns shall be fixed according 
to the following scale: 


Average rate actually earned on 
outstanding stock or on outstanding 
capital value during five-year period 
previous to new investments whose 
rate of return is to be determined. 


Rate of return, allowable on new 
or additional capital value. 


15 or more. Hf 
14 iz 
13 7 
12 7 
11 7 
10 7 
9 7 
8 8 
Z, 9 
6 10 
5 il 
4 12 
3 13 
2 14 
i 15 
0 15 


“(C) At the end of each such five-year period as may 
be fixed by the commission for each carrier an account- 
ing shall be made of the average earnings on stock or 
returns to capital as defined in this Act, and if they be 
found to be greater than those allowed by this Act any such 
surplus shall be disposed of as follows: 

“One-half of said surplus shall be distributed, according 
to regulations and restrictions, to be determined by the 
commission, among all the salaried employees of the car- 
riers in question who shall have been in its employ for a 
period of one year or more during the five-year period in 
question. The other half of said surplus shall be distrib- 
uted to the State within which the carrier shall operate in 
proportion to the capital value of its investment in each 
such State. 

“(D) Agreements between carriers and States within 
which they operate, whether said agreement shall be ex- 
pressed in charter or otherwise, for limitation upon return 
to capital and for specific or maximum rates of charge shall 
be, im such cases, taken by the commission for its guidance 
instead of the rules herein fixed, which are applicable to 
those cases in which specific rates or maximum rates of 
charge or maximum returns to capital have not been fixed 
by authority of the State or States within which the carriers 
may operate. The agreements in respect to returns to capi- 
tal which may have been made by States shall be held to 
apply only to that portion of the capital value of the carrier 
lying within the State which may have made the stipulation 
in question. 

“Sec. 5. That no discrimination shall be allowed between 
shippers whose shipments fall within the same classifica- 
tion as such classifications may be established by the car- 
riers and approved by the commission. Classifications shall 
rest as nearly as possible in practice upon the actual cost 
of transportation of different commodities, and commodi- 
ties whose cost of transportation is the same shall be trans- 
ported at the same rate. 

“Sec. 6. That rates between different localities shall be 
determined as nearly as possible in proportion to the actual 
cost of transportation of commodities between said locali- 
ties, such actual cost of transportation to be determined 
finally by the commission. 

“Sec. 7. That the commission is hereby authorized and 
directed to take all necessary measures required for obtain- 
ing the information needed for its guidance in the ad- 
ministration of this Act, but it shall not be its duty to 
control the issue of stock or making of loans by carriers 
affected by this Act, nor to control the distribution of earn- 
ings of carriers as between lenders and stockholders of 
various classes, but its duty shall be to lower rates when 
allowable earnings on dividends or capital value, as defined 
in this Act, shall have been reached, and to enforce the 
distribution of surplus beyond such allowable returns to 
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capital that may be earned during the period of accounting, © 


which shall be determined in accordance with the provi- 
sions of this Act, and it shall be its further general duty 
to enforce the rules of this Act against discrimination be- 
tween shippers and between localities. 

“Sec, 8. That in the administration of the provisions of 
this Act the commission may proceed on its own motion 
or on the request of the carriers or on the request of any 
shipper. 

“Sec. 9. That when the lines of two or more carriers 
cooperate to complete a given service the rate to be charged 
for such service, if fixed by the commission, shall be fixed 
as a whole, and the carriers involved may make such divi- 
sion as they choose between themselves of the total amount 
received for the service.” 

Form or Birt ProposeD FOR STATE LEGISLATURES 

“Be it enacted, etc., that the Public Service Commission 
(or a special commission) be and the same hereby is author- 
ized and directed to have hearings and to take testimony 


within the discretion of said Public Service Commission — 


(or special commission) to the end that at the next ses- 
sion of this legislature a report shall be submitted by said 
Public Service Commission (or special commission) with 
recommendations for such legislation as may best simplify 
and unify the relations between the public and the various 
public utility companies operating in this State, provided 
that such report shall contain the recommendations and 
arguments concerning general legislation or offers of modi- 
fications affecting their particular charters and franchises 
which may have been submitted to said Public Service 
Commission by the responsible officers of any public utility 
company operating in this State.” 


ORDER OF NEW YORK COMMISSION REGARDING 
BRAKES FOR BROOKLYN CARS TO BE CONTESTED 


An opinion, rendered after a rehearing as to the order 
entered on Oct. 10, 1911, in respect to brakes on surface cars 
operated in New York City, has been adopted by the New 
York Public Service Commission, First District. The 
Brooklyn Rapid Transit System will contest the order. The 
rehearing was held in response to an application for a 
further investigation as to the relative efficiency of power 
brakes and improved hand brakes upon street railway cars. 
Further tests were made by the companies in the Brooklyn 
Rapid Transit System. The order adopted by the commis- 
sion follows the recommendation of Commissioner Eustis, 
who wrote the opinion, and extends the time for compliance 
with the order. Commissioner Eustis said in his opinion: 

“These tests, which were made under the supervision of 
George L. Fowler, an expert employed by the companies, 
occupied several months, Hand brakes of several types 
and also power brakes were tested on cars of different 
weights, at different speeds and under different rail condi- 
tions. Mr. Fowler made a tabulation of his test records, 
which was introduced in evidence, and he testified that in 
his opinion, based upon these tests, geared hand brakes of 
an improved type were superior to power brakes on cars 
of the weights tested. 

“Of course, these tests were made on cars when not in 
service, and, therefore, only serve to show what can be 
accomplished under such conditions. Obviously, these con- 
ditions favored the hand brakes, because they were operated 
by picked motormen working under the eyes of their 
superiors and on the alert to produce the best results. 


These conditions, however, so far as they affected power 


brakes, which are relatively automatic in action, were prac- 
tically normal. The question here is not whether it is po 
sible to get better results under certain conditions with 
hand brakes than with power brakes, but rather which 
brake is safer under actual operating conditions, = 

Seeing that it has been and is the constant endeavor in 
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all railroad transportation to eliminate the uncertain ‘human 
element’ and so far as possible to substitute positive devices, 
to approve the use of hand brakes instead of power brakes 
would be certainly reactionary. As was shown on the 
original hearing, power brakes are now in general use both 
in this country and abroad, and it should require strong 
evidence to prove that this substitution of power brakes for 
hand brakes had been ill-advised or ill-considered and was 
not based on intelligent experience. 

“But aside from this, at all these tests an engineer of the 
transportation department of the commission was in attend- 
ance, and Mr. Wilder, an engineer of that department, has 
made an exhaustive report and analysis of these test 
records. This report, which has been put in evidence, 
shows, and Mr. Wilder testified, that these tests, so far 
from bearing out the opinion expressed by Mr. Fowler, 
actually serve to demonstrate the superiority of the power 
brake. Indeed, the principal objection to the use of the 
power brakes urged on the original hearing in behalf of 
the street car companies in Manhattan (which, however, 
accepted the order) was that the motormen ‘took chances’ 
with the power brakes. As bearing on the question of the 
relative efficiency of the two brakes this statement is very 
significant. 

“The fourth provision of the order was that all surface 
cars in service other than passenger cars should be equipped 
with power brakes and geared hand brakes. As no testi- 
mony was presented bearing on the use of those brakes on 
such cars or their weight, the order should be modified 
by omitting this section and as so modified affirmed. 

“But I think the time of the companies applying for the 
rehearing, within which to comply with the first and third 
provisions of the order of Oct. 10, 1911, should be extended 
from June 1, 1912, to Feb. 24, 1913, and that their time to 
comply with the second provision of said order should be 
extended from June 1, 1913, to Feb. 24, 1914, and I think 
the time of any other company within which to comply with 
the order should also be extended for good cause shown 
upon proper application therefor.” 

REASONS FOR CONTESTING ORDER 

The underlying operating companies of the Brooklyn 
Rapid Transit System, which have decided to contest the 
order, will do so on the ground that the management is 
not convinced, either by its own experience or from the 
evidence submitted by the engineers of the commission, that 
the use of air brakes on surface cars would reduce acci- 
dents. The position of the Brooklyn system is that the 
evidence taken by the commission on the subject showed 
that on the Third Avenue Railway only half as many acci- 
dents occurred per 100 cars with hand-brake equipment as 
with air-brake equipment on cars of the same weight; that 
on the New York & Queens County Railway about three 
times as many accidents occurred with double-truck cars 
equipped with air brakes as with single-truck cars equipped 
with plain staff hand brakes; that on the Brooklyn system 
the same number of accidents occurred per 100 double- 
truck cars equipped with hand and with air brakes, and that 
on the Metropolitan Street Railway the tests showed an 
advantage for the use of hand-brake equipment. If the 
attitude of the companies in the Brooklyn system is upheld 
py the courts they will equip practically all of their cars 
with the improved geared hand brake, although on the 
heaviest cars air brakes will be used to supplement hand 
brakes. 


A recent circular issued by the Bureau of Standards 
gives a history of the horse-power and kilowatt. Tables 
show the variation with latitude and altitude of the number 
of foot-pounds per second and of kilogram-meters per 
second in the English-American (746 watts) and the conti- 
nental (736 watts) horse-powers. The value 0.746 kw will 
be used in future publications of the bureau as the exact 
equivalent of the English and American horse-power. 
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TRANSPORTATION COMMITTEES ANNOUNCED 


The president of the American Electric Railway Manu- 
facturers’ Association has announced the following mem- 
bers of the transportation committee to take charge of 
transportation arangements to the Chicago convention of 
the American Electric Railway Association next October: 

TRANSPORTATION COMMITTEES 

C. Loomis Allen, director of transportation. 

New York City, Pennsylvania Railroad train: J. H. 
Pardee, R. E. Danforth, W. G. Gove, E. T. Munger, W. O. 
Wood, Charles R. Ellicott, H. C. Evans, D. M. Brady and 
kk. H. Baker. 4 

New York City, New York Central Railroad train: W. 
H. Sawyer, T. F. Mullaney, S. W. Huff, George Keegan, 
W. J. Harvie, S. W. Trawick, J. H. McGraw, C. C. Castle, 
T. Farmer, Jr., and J. A. Kucera. 

New York State: J. K. Choate, E. J. Cook, W. H. Col- 
lins, J. C. Calisch, W. K. Archbold and C. E. Barry. 

New England: M. C. Brush, H. E. Reynolds, W. S. 
Murray and C. C. Peirce. 


Philadelphia: H. J. Crowley and W. H. Heulings, Jr. 
Pittsburgh: P. N. Jones and J. C. McQuiston. 
Atlanta: W. H. Glenn and T. J. McGill. 


Washington, D. C.: W. F. Ham and Fred Todd. 

New Orleans: D, A, Hegarty, C.-E. A. Carr, Ben 
Willard and H. S. Cameron. 

Texas: L. C. Bradley and C. W. Davis. 

Los Angeles: J. McMillan and F. S. Mills. 

San Francisco: C. N. Black, W. R. Alberger, A. H. 
Babcock, W. W. Briggs, S. K. Colby and A. V. Thompson. 


Seattle: H. T. Edgar and S. M. Kollock. 

Denver: C. B. Wells and L. F. Cargo. 

St. Louis: Richard McCulloch and A. S. Partridge. 
Canada: Duncan McDonald, R. J. Fleming, A. Allen 


and C. S. Medbury. 

The committees from New York have already issued 
circulars about the trains. The passengers on the New 
York Central Railroad will leave New York on Saturday, 
Oct. 5, at 2 p. m. and at Albany will join the Boston con- 
tingent which will leave Boston 11:30 a. m. on the same 
day on the Boston & Albany Railroad. The train will 
reach Chicago on the Lake Shore & Michigan Southern 
Railroad on Sunday, Oct. 6, at 11:30 a. m. For further 
information regarding these trains persons should com- 
municate with Charles C. Castle, U. S. Metal & Manufac- 
turing Company, 165 Broadway, or any member of the 
transportation committee. 

The train from the Pennsylvania Railroad will leave 
New York on Saturday, Oct. 5, at 10:50 a. m. and will 
arrive in Chicago on Sunday, Oct. 6, at 8:46 a.m. J. H. 
Pardee and Charles R. Ellicott, New York, are co-chairmen 
of the committee in charge of this train. Applications for 
reservations should be addressed to H. C. Evans, care of 
American Electric Railway Manufacturers’ Association, 
165 Broadway. 

OTHER COMMITTEES 

Thomas Farmer, Jr., chairman of the entertainment com- 
mittee, is not yet ready to announce the makeup of that 
committee, but will be able to do so shortly. The finance 
committee is also not quite ready for announcement. 

TRACK SPACE 

In addition to the exhibitors who have engaged track 
space mentioned in the list last week, The J. G. Brill Com- 
pany, Philadelphia, has reserved 150 ft. The name was 
omitted last week by an oversight in transcription. 


The record of passenger train performances on the steam 
railroads of New York State for May, 1912, shows that 
during the month the number of trains run was 64,983. Of 
the number of trains run, 91 per cent were on time at the 
division terminal. The average delay for each late train 
was 22.7 minutes, and per train was 2.2 minutes. 
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INSTRUCTION PRINTS IN BROOKLYN 


The mechanical department of the Brooklyn Rapid Tran- 
sit System carries on the practice of preparing data 
sheets for the convenience of its employees. The prints are 
3%4 in. x 6 in. in size and are kept in a leather binder. Re- 
ceipted sets of these prints are given to all shop foremen, 
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An interesting point about the heater wiring diagrams is 
that they are used in connection with the photographic 
handbook described in the article on “Specializing Electric 
Heater Maintenance in Brooklyn,” in the Evecrric Ratt- 
way Journat for Feb. 18, 1911. These books contain as- 
sembled and detail photographs of every heater used on the 
system and descriptions of the heaters themselves. To this 


1 
4114 Comm.Bars between center lines of Brushes 


Westinghouse Nos. 50-B, E and L. 


4834 Comm.Bars between center lines of Brushes 


2644 Comm.Bars between center lines of Brushes 
Electric Ry. Journal 


Westinghouse No. 300 Interpole. GE-64. 


29144 Comm.Bars between center lines of Brushes 


Westinghouse No. 81. 


assistant shop foremen, night foreman and the so-called 

general” men. The last-named class of employees are men 
who have had experience in maintaining all parts of the car 
equipment and are in line for promotion to a night foreman- 
ship. Upon request, the prints are also given to other 
classes of employees. The drawings so far issued relate to 
diagrams of heater wiring and the connections of field lead 
and brush spacing of motors. It is the intention of the ae 
pany to make up diagrams on similar sheets to include ca ‘ 
lighting circuits, grid connections and controller wiring 3 


3334 Comm.Bars between center lines of Brushes 


Westinghouse No. 93, 


2734 Comm.Bars between center lines of Brushes 
Electric Ry. Journal 


. : a Westinghouse No. 101. 
Brooklyn Rapid Transit—Diagrams of Field Leads and Brush Spacing of Railway Motors 


information there has been added a list of the cars which 
carry the particular types of heater. Reference letters are 
used in this book to indicate the corresponding wiring dia- 
gram in the shop data sheets. The shopman therefore has. 
every possible aid in identifying the exact style of the heater al 
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twenty styles shown in the present binder, three are repro- 
duced in this article. Diagrams of field leads and spacing 
of brushes are reproduced for the following motors: West- 
inghouse No. 50-B, E and L, 81, 93, IOI, 300; GE-64, 80. 
Similar diagrams have been previously published in this 
paper. Some were contained in an article: “Shop Prints 
of the Public Service Corporation of New Jersey,” publish- 
ed in the issue of Dec. 14, 1907, and showed separately the 
brush setting, direction of rotation and motor lead arrange- 
ment of Westinghouse Nos. 3, 12-A, 38, 49, 56, 68 and ror 
motors and of GE-52, 57 (two-turn and three-turn), 67, 
80-C, 800 and 1200 motors. Another article entitled “Shop 
Instruction Prints and Jigs for Brake Rigging,” describing 
the practice of the Philadelphia Rapid Transit Company, 
was published in the issue of March 18, 1911, and showed 
the leads of GE-70 and 80 motors. Another article on 
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ANOTHER PHILADELPHIA BULLETIN 


On July 17, che Stotesbury Management of the Phila- 
delphia Rapi? Transit Co. issued its sixth bulletin to its 
employees. «t outlines the policy of the company in regard 
to wages Cx its employees in the form of an address which 
was delivered by T. E. Mitten, chairman of the board of 
directors, to the First and Second Co-operative Committees, 
all of the division superintendents and also the chief oper- 
ating officials of the transportation department. 

Mr. Mitten referred to the receipt by him of a round- 
robin signed by a number of the members of the co-operative 
committee, assuring the management of their desire to co- 
operate in its work. He thanked them for it and said that 
he expected from them the same square deal which the 
management had given and proposed to give to the men 
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Brooklyn Rapid Transit—Diagrams for GE-80 Motor and Three Types of Heaters 


“Baltimore Instruction Prints,’ in the issue of April 29, 
IgII, illustrates separately the leads and brush setting of 
GE-90 and Westinghouse Nos. 49 and 101-D motors. 


GOVERNMENT STUDIES IN CONCRETE 


The National Bureau of Standards in its general in- 
vestigation of structural materials is engaged, among other 
things, in the determination of the physical properties of 
concrete. At the suggestion of engineers and others the 
bureau is investigating the cause of cracking in concrete 
structures where the necessity for expansion and contrac- 
tion joints is questioned. For this purpose, reference marks 
have been placed on some of the typical old and new con- 
crete work in Wayne County, Mich., at Greenwich, Conn., 
and on the lock walls of the Panama Canal. Measurements 
will be taken from time to time during the summer and 
winter to determine the expansion or contraction in the 
concrete caused by temperature variations and the changes 
of volume which take place during the hardening of the 
concrete. 


The annual report of the Hull (Eng.) Corporation Tram- 
ways shows a loss of £4,393 in the operation of 109,126 
motor-bus miles over a route less than 2 miles long and 
earning 11 cents per motor-bus mile. This deficit was 
covered by the surplus from the trolley lines. 
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in the future. He referred to the effort of the manage- 
ment to improve the service in Philadelphia by putting on 
cars where they were needed and by increasing the wages 
of the men, and called attention to the fact that the men 
could increase their wages by increasing the 22 per cent 
fund of the receipts of the company from which the wages 
are paid. As a sub-committee of Co-operative Committee 
No. 1 to audit the receipts and verify the company’s figures 
in regard to this 22 per cent fund he appointed one train- 
man from each of five depots. 

Mr. Mitten also referred to the efforts of the company 
to settle the question of dealing with organized labor and 
referred to the plan by which the company originally pro- 
posed that there should be but one labor organization on the 
line if such an organization should be endorsed by a two- 
thirds vote by the men. As at the time of the vote this 
majority was not secured by either of the two organizations, 
the company is now dealing with the men as individuals, 
a plan which Mr. Mitten said would continue for a year. 
In the meantime he had asked the men to discontinue wear- 
ing union badges, as they had been a cause of trouble be- 
tween the different factions. This request, which was em- 
bodied in an order on July 8, Mr. Mitten said has been 
obeyed. 

In conclusion, Mr. Mitten said: “I do not want anything 
in the past to prejudice the mind of any man, but I do want 
it understood that no man may expect to remain in the 
service who does not obey orders and who refuses to 
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work in the direction that I am now outlining. I do not 
mean by this that I am going to commence firing men 
wholesale to-morrow morning, but the talk I am making 
now is for the purpose of avoiding the dismissal of other- 
wise good street car men who have been led astray. I 
want to see these Co-operative Committee men put in the 
afternoon telling their fellows that which they certainly 
must see—that I am in earnest and am playing the game 
fair and to turn in and help; if you do not feel that you 
can do this, then resign from the committee. Be manly 
enough to do that, but do not try to serve two masters at 
once. The same goes with the division superintendents, 
any one of whom will be given his time just as quickly 
as a motorman or conductor if he does not play the game 
fair.’ Mr. Mitten then announced certain changes in ihe 
personnel of the two co-operative committees. 


NEW OFFICE BUILDING FOR RICHMOND COMPANY 


The Virginia Railway & Power Company, Richmond, 
Va., has recently approved the plans of A. C. Bossom, New 
York, for a magnifiicent fireproof office building which 
will enable the company to give its staff the best working 
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Richmond Office Building—Plan of Second Floor 


facilities and to enlarge its lighting and power business by 
means of demonstration exhibits. The new structure will 
be conveniently located in the business section at the corner 
of Seventh and Franklin Streets, just one block from its 
present home on Main Street. The cost of the building, 
exclusive of land, was estimated at $275,000. 

The building is situated on a lot 52 ft. x 110 ft. and is 184 
ft. high from the sidewalk of Franklin Street. It is to be 
twelve stories in height with a very large space under the 
roof for the sake of ventilation. The first five floors, 
counting from the sidewalk level, are to be for the sole use 
of the company. There will be about twelve offices per 
floor. 

The structural materials generally are as follows: granite 
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Richmond Office Building—Plan of Third Floor 


for the first 8 ft., then very hard gray pressed brick and 
cream-glazed terra cotta. The fire protection has been 
very carefully considered. All the windows on the two 
rear faces of the building will be made of metal frames 
and wired glass. All the interior construction will be fite- 
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proof, and very adequate stairway and fire-escape accom- 
modations are to be provided, with hydrants at the side- 
walk and all through the building. 

The electric lighting and elevator service is to be as good 
as, if not better than, anywhere else in Richmond. It will 
comprise a battery of three first-class elevators of the very 
latest type, capable of a speed of between 500 ft. and 600 
ft. a minute. Dumbwaiters will also connect the various 
floors like those of the cashier’s and auditing department, 
the light and power departments and the drafting rooms. 
Furthermore, there will be a chute to the basement over 
which returned damaged globes may be sent to the storage 
rooms. The cashier is to have a large fireproof and burglar- 
proof vault for the storage of money and tickets, and in 
the basement there is to be ample and safe accommodation 
for the storage of records. Fireproof vaults are also to be 
provided upon many of the upper floors. 

In order to make the building symbolize its owner, the 
Virginia Railway & Power Company, the top will be sur- 
mounted by a crescent of braziers from which steam will 
flow under the flare of red lights, thereby giving at night 
the appearance of continuous burning. In addition, terra- 
cotta niches will be provided at the fourth floor level to 
hold large metal vases which will contain lights that will 
give out an apparently iridescent glow during the evenings. 
On the ground floor, where the company’s cashier will be 
located, provision will be made for brilliant displays and 
demonstrations of different forms of light, varieties of light- 
ing fixtures and of electrical devices for home, office and 
factory application. Provision will also be made so that sky 
signs may be fixed all around the building if desired. 

The building is protected forever against the encroach- 
ment of adjoining buildings, for on three sides the plot is 
bounded by streets and the company owns the property on 
the fourth side. 


TRACK BRACE FOR 7-IN. T-RAIL 


The accompanying illustration, which was taken from 
the 1911 report of the Board of Supervising Engineers 
Chicago Traction, shows the standard track brace which is 
used for 7-in. T-rail. It will be observed that this brace 
performs the functions of the standard tie plate used in 
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Standard Track Brace for 7-In. T-Rail 


other forms of track construction. The bearing sur 
of the brace is ground to fit the contour of the rail, w 
the tie-plate section is slightly tapered, or canted, to 
the axis of the rail a slight inclination against the dir 
of the thrust from the wheel flanges. aa 
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REPAIRING A TROLLEY RETRIEVER 


It is a dangerous job to take a Knutson retriever apart 
when the tripping attachment is bent or broken and the 
spring is wound. To prevent accidents, make a wooden box 
with a slot to come even with the cap screws. There are 
four cap screws which hold the heavy spring box in place. 
Remove one of these screws on each side. Then place the 
wooden box over the retriever so that the remaining screws 
can be reached through the slot with a wrench. When the 
last two screws are removed the spring will unwind inside 
the box without any danger to the operator. 


TELEPHONE AND SELECTOR EQUIPMENT ON 
PIEDMONT & NORTHERN LINES 


A telephone and selector installation has recently been 
completed by the Western Electric Company on the Pied- 
mont Traction Company’s system, a portion of the 1500- 
volt d.c. Piedmont & Northern lines. The initial installa- 
tion covers 23% miles of road extending from Castonia to 
Charlotte, N. C. With a high-speed road of this character 
an effective signaling system is, of course, a necessity, and 
the Piedmont & Northern lines settled upon a telephone dis- 
patching system in conjunction with which are used selec- 
tively operated semaphores each of which contains a tele- 
phone set. The telephone line is strung along the right-of- 
way and consists of No. 9 B. & S. hard-drawn copper wire 
weighing 210 lb. per mile. On this line seven regular tele- 
phone and selector stations are located and the transmission 
is excellent. 

The most interesting feature of the installation is the 
semaphore equipment. Eight of these semaphores are 
placed at intervals along the road and are under the direct 
control of the dispatcher. He is thus enabled to stop a 


Conductor Receiving Instructions by Telephone 


train and give orders direct to the crew at these points. 

The semaphore is of the standard type, but as the road 
is single track the blades are equipped with front and back 
light castings so that the signals can be seen in both direc- 
tions. A casting within the pole carries the signal 
mechanism and the telephone and selector equipment. The 
‘signal mechanism consists of the ordinary electric slot 
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manually restored. The only part of this which projects 
beyond the inner door is the handle by means of which the 
conductor restores the blade to the “clear” position. 

The telephone equipment is installed below the signal 
mechanism. As will be observed, none of this appears on 
the front of the inner door except the transmitter, receiver 
and generator handle. All of the other apparatus is 


Selector Type Dispatching Boxes, Closed and Open 


mounted in the inner casing for protection from weather. 

In addition to the telephone set, a selector is provided in- 
side the casting to enable the dispatcher to control the 
operation of the semaphore blade. This selector is bridged 
directly across the telephone circuit. When the dispatcher 
wishes to throw any particular semaphore to the “stop” 
position he operates a selector key. This operation sends 
out a number of direct-current impulses upon the line to 
operate a particular selector and no other. When the 
selector in any one semaphore operates it closes a circuit 
which bridges the semaphore slot magnet across the tele- 
phone line, thus furnishing current to this piece of ap- 
paratus and energizing it. This, in turn, operates the 
semaphore. Thus no local battery is required at any sema- 
phore station, as all the current necessary is furnished from 
the signaling battery at the dispatcher’s office. 

When the semaphore blade reaches a position approxi- 
mately within 5 deg. of the horizontal it trips a special 
mechanism and sends back on the line a so-called “answer- 
back” signal, that is, a distinctive buzz which informs the 
dispatcher that the particular semaphore has moved to the 
“stop” position. The train approaching the displayed sig- 
nal is, of course, stopped. The conductor receives his 
orders from the dispatcher and then clears the signal for 
future use. A writing shelf is provided on the inside of the 
outer door. 

The apparatus is wholly self-contained. The semaphore 
selector and telephone equipment are all mounted on the 
same iron post. The weatherproof box is locked so that 
access is possible only by means of keys. All the telephone 
apparatus is weatherproof to withstand moisture, and all 
the woodwork on the inside of the set is oil-treated. All 
terminals have screws or hexagonal lock nuts and are 
arranged as conveniently as possible for maintenance pur- 
poses. In addition to the equipment which has been de- 
scribed above on the lines of the Piedmont Traction Com- 
pany, the Western Electric Company is also furnishing 
fifteen more semaphore equipments and twelve regular 
selector stations for the Greenville, Spartanburg & Ander- 
son Railroad, which is a portion of the same system. 
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INDUCTION TYPE SWITCHBOARD METERS 


The induction type switchboard meters recently intro- 
duced by the Westinghouse Electric & Manufacturing Com- 
pany have scales which cover 300 deg., thus securing 
1414-in. scales even in meters only 7 in. in diameter; the 
damping is such that the pointer does not pulsate or over- 
swing the mark even with a change in load equivalent to 
full scale of the meter; all parts are simple and rugged 
and no moving coils or flexible connections are required. 

The movement used in the ammeters consists of an 
electromagnetic structure which produces a rotating field 


Induction Ammeter with 
Scale Removed 


Moving Element of 
Meter 


in an annular air-gap and a pivoted light metal drum in this 
air-gap. A high torque is produced by induction in the 
pivoted drum, proportional to the square of the current 
in the primary winding of the meter (connected in series 
with the current transformer or the line), independent of 
temperature, wave form or frequency within wide limits. 
This torque is opposed by the restraining force of a com- 
paratively heavy spiral spring, so that the deflection is pro- 
portional to the square of the current. The scale is clearly 
legible from 10 per cent of full scale. Voltmeters are the 
same type of movement as the ammeters, but the primary 
winding of the meter is connected across the line in series 
with a high resistance contained in the meter case. 
Intense damping is obtained by means of an aluminum 
disk, which is mounted on the shaft and which moves be- 
tween the poles of two powerful permanent magnets. As 
the torque of the meter depends entirely on the rotating 
field produced by the current in the windings, it is practi- 
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Frequency, Temperature and Self-Heating Characteristics 
of Induction Ammeter 


cally independent of any stationary external field; the 
damping magnets can, therefore, be made of the strensth 
required without affecting the accuracy. i 

‘The movement is inherently strong since it consists of 
but a shaft, an aluminum cup, a damping disk and the 
pointer. The entire electromagnetic: element of the meter 
is mounted on a die-cast alloy frame, which also contains 
the rear sapphire jewel and provides a mounting for the 
front bridge to which are fastened the spiral hair sprin 
which controls the movement, the zero-adjusting clip sc 
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screw, and the front sapphire jewel. Both the frame and 
the bridge are doweled so that in case of changes the mov- 
ing element can be replaced exactly in its former position. 
The frame also serves as a support for the dial plate and 
cardboard dial. The damping magnets are mounted on a 
metal clip which is fastened by four screws to the die-cast 
frame. This method of mounting permits the ready re- 
moval of damping magnets with the certainty of having 
them exactly the proper position relative to the rest of the 
mechanism when replaced. The rigidity of the mounting 
prevents any displacement of the magnets and damage to 
the movement, or contact with the aluminum damping disk 
due to rough handling of the meters in shipment. 

The spiral spring used for restraining or controlling the 
rotation of the movement is made of phosphor bronze 
alloy, tempered, gold plated and aged. The combined arti- 
ficial and natural aging results in a spring, which, when 
applied to the control of the moving element of a meter, 
insures absolute permanence of calibration. The spiral 
controlling spring is held by a metal clip mounted on the 
bridge that holds the front jewel. This clip carries prac- 
tically the entire weight of the spring, thus relieving the 
moving element of this weight. The clip also serves as a 
zero adjustment for the movement. 

It is the practice of some power companies to purchase 
all ammeters of 5-amp capacity and then apply them to 
one current transformer or another, as occasion demands, 
merely replacing the cardboard scale with one marked to 
the proper values for the indications of the pointer. This 
induction meter is admirably suited for this practice owing 
to the ease with which the cardboard scale may be changed. 

The weight of the moving element is as light as is con- 
sistent with rugged construction. The result is a ratio of 
torque to weight that is said to be four to six times that 
found in a.c. meters of other types. This is a most vital 
characteristic, as a high ratio of torque to weight insures 
initial as well as long-continued accuracy. : 

The accompanying curves indicate that these are prac- 
tically free from temperature and self-heating errors. 
They show that for any change in frequency that is likely 
to occur on a commercial circuit the accuracy of the meters 
is not affected. Furthermore, as the induction type meter 
is also inherently free from influence by external fields, it 
is evident that it can be depended on under wide variations 
of service. The accessibility to the mechanism and the 
construction make it possible to repair this meter at home. 

These meters are made in round cases 73% in. and 95% in. 
in diameter; also as large illuminated dial meters and as 
vertical edgewise meters 3 in., 4 in. and 5% in. wide. 


HIGH-TENSION AND LOW-TENSION RAILWAY SYSTEM 


Under date of June 18, 1912, H. Ward Leonard was 
granted a patent on a high-tension or low-tension railway 
system, the application for which was filed April 1, 1905. 
The patent discloses methods of transforming on one or 
more locomotives a single-phase or polyphase high-tension 
current for use in low-tension (preferably direct-current) 
traction motors and also for operating with a low-tension 
supply over given sections of a railway. Means are pro- 
vided for multiple-unit operation, for speed control by vary- 
ing the strength of the motor or generator fields and for 
recuperation on down grades. Among the broad claims 
granted by this patent is the following: 

“The combination of a source of high-tension energy, 
means comprising an electromotive force producing wind- 
ing for deriving low-tension energy from said source, an 
electric motor, at least a part of said winding and at least 
one element of said motor being connected in series with - 
the said element for varying the speed of the motor, and 
a source of low tension adapted to supply energy to said 
element under certain operating conditions.” 
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News of Electric Railways 


Detroit Fare Decision to Be Appealed 


Judge Hosmer of the Wayne County Circuit Court has ruled 
that the Detroit United Railway is not entitled to charge 
a double fare on the Jefferson and Grand River Avenue 
lines within the present city iimits. The point at issue was 
whether the city ordinance decreeing a single fare within 
the city limits applied to the city limits at the time the 
ordinance was granted or whether the one-fare zone ex- 
tended as the city limits extended. The city contended the 
zone did so extend, while the company contended that the 
one-fare zone remained at the city limits when the ordi- 
nance was passed. Judge Hosmer said in part: 

“The language used with reference to the rate of fare 
is significant. By the ordinance of Jan. 3, 1889, the com- 
pany was given power to extend the double tracks on Jef- 
ferson Avenue to the easterly city limits, but no mention 
of the fare is made, except as to the new Fort Street line, 
which was permitted to use Jefferson Avenue from Mt. 
Elliott Avenue, in which case it was required to carry for a 
5-cent fare. This left the one-car, one-route, one-fare pro- 
vision of the ordinance in force as to Jefferson Avenue.” 

In his opinion Judge Hosmer quotes Justice Montgomery 
of the Supreme Court in the latter’s opinion in the work- 
ingmen’s tickets litigation in part as follows: 

““Tf the original ordinance had specifically promised that 
on the enlargement of Detroit the company should waive 
its right in any franchise granted by surrounding townships 
and villages, so far as the city limits, there could have been 
no question but that the acceptance of the ordinance would 
have constituted a waiver and abrogated the franchises in 
city territory. If this is the manifest meaning of section 3, 
the effect is the same. The fact that there may be under- 
lying mortgages issued upon the face of township and vil- 
lage grants is of no importance in the case at bar. Until 
there is a default the railway may manage its affairs as it 
wiil, and until they are prejudiced the right of mortgagees 
need not be considered. Section 6448 of the compiled laws 
vests in the defendant the rights and privileges of its as- 
signor, but in no way inhibits the parting with those rights 
or privileges or any portion thereof by contract. The obli- 
gation to carry on Grand River without extra fare is equally 
clear. There the language of the original ordinance is, ‘for 
-5 cents for any one car or on any one route.’ 

“Tt is contended on behalf of the company that a fair con- 
struction of President Hutchins’ letter authorizes the col- 
lection of a double fare, but we think this a forced construc- 
tion and that it refers only to the rights given under ordi- 
nances. 

“Tt follows, therefore, that.a peremptory mandamus must 
issue requiring a single fare to be accepted.” 

‘The company issued the following statement: 

“Just as soon as the attorneys of the company can act 
bulletins will be posted in the carhouses and every con- 
ductor will thus be officially notified. The company will 
comply with the order of the Circuit Court pending the dis- 
position of the case in the Supreme Court. The cars will 
be run on Jefferson Avenue to the city limits, one every 
six minutes. Enough extra cars will be run to the Hudson, 
Chalmers and Continental plants to accommodate all of the 
employees there at the evening hour.” 


Rapid Transit Progress in New York. 


On account of the anticipated adjournment of the Board 
of Estimate and Apportionment of the City of New York, 
the Public Service Commission of the First District of New 
York has addressed to that body a letter urging the ap- 
proval of the contracts and the appropriation of the neces- 
sary funds in order that construction work may be com- 
menced without delay on Sections 2-A and 14 of the Broad- 
way-Lexington Avenue Subway. The contract for Section 
2-A was awarded by the commission on March 30, 1912, to 
the O’Rourke Engineering Construction Company, the 
lowest bidder; and the contract for Section 14 was awarded 


by the commission on May 14, 1912, to Arthur McMullen, 
the lowest bidder. It is thought that if these contracts are 
not passed upon by the Board of Estimate and Apportion- 
ment before it adjourns for the summer, the commission 
will have to issue orders to suspend work on Sections 2 
and 3, which adjoin 2-A, as some slight change has been 
made in the plans for 2-A, and these changes will, more or 
less, interfere with the construction of these sections unless 
work can be commenced in the near future. 

The commission has announced that the Rapid Transit 
Subway Construction Company and the Interborough Rapid 
Transit Company have been directed to proceed with the 
construction of a passageway connecting the Brooklyn 
bridge station with: the basement of the new Municipal 
Building at a cost not to exceed $5,000. In the basement 
of the Municipal Building will be located a station of the 
Centre Street Subway, which is a part of the so-called 
Brooklyn loop lines route, and is to be operated by the 
Brooklyn Rapid Transit Company in connection with the 
Fourth Avenue (Brooklyn) Subway, when completed. 

The commission has designated July 31, 1912, at noon, to 
open bids for the construction of Section 1-A of the Broad- 
way-Lexington Avenue Subway. This section runs from 
about 80 ft. north of the center line of Dey Street and 
Church Street, and extends under Church Street, private 
property, Vesey Street and private property to Broadway 
between Vesey and Barclay Streets, and thence under 
Broadway to a point about 75 ft. south of the center line 
of Park Place, where it connects with the southern end of 
Section 2, now under construction by the Degnon Con- 
tracting Company. The contract stipulation is that the con- 
tractor will*be required to complete the work as soon as 
possible and within a period of forty months. 

The commission has requested the Corporation Counsel 
to proceed to condemn several parcels of real estate in the 


‘Borough of The Bronx in connection with the construction 


of Section 15 of the Broadway-Lexington Avenue Subway, 
now under contract to the Hagerty-Drummond Company. 


Expenditures for Improvements Authorized in Cleveland 


The Cleveland Railway has been authorized by the City 
Council to contract with the lowest bidders for the con- 
struction of substations on West Twenty-fifth Street and 
West 117th Street and furnish certain equipment at a cost 
not to exceed $78,200. A resolution has also been intro- 
duced in the Council to authorize the company to contract 
with the General Electric Company for switchboard equip- 
ment for the Windermere, West Madison, Harvard and 
West Twenty-fifth Street substations at a cost of $45,200. 
Under another resolution the purchase of cables, insulators, 
cleats, wires and sundries for the Windermere, Harvard, 
West Twenty-fifth and West 117th Street substations is 
authorized, at an estimated cost of $36,650. The company 
has been authorized to purchase land at Madison Avenue 
and West 112th Street for the substation at a maximum 
cost of $25 per front foot. 

Street Railway Commissioner Witt of Cleveland, Ohio, 
has changed his order to take Euclid Heights and Shaker 
Lake cars of the Cleveland Railway off Euclid Avenue and 
put them on the Cedar Avenue line. The matter was car- 
ried before Mayor Baker, and on July 15 the City Council 
directed that no change be made. 

Service on the Euclid Avenue line has been extended to 
Euclid village. The cars run every half hour between the 
eastern terminal of the line and the town. Heretofore the 
residents of Euclid village have been compelled to depend 
upon the local cars on the Cleveland, Painesville & Eastern 
Railroad, the schedule of which naturally is not adapted to 
meet the needs of the district. 

The people who use the Cedar Avenue cars of the Cleve- 
land Railway have voted down the plan of Commissioner 
Witt to abolish alternate stops. Under a new schedule the 
running time has been shortened three minutes, but only a 
few stops have been eliminated. 
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Electrification of Oregon Short Line Branch Recom- 
mended.—T. A. Purton of the engineering staff of the Ore- 
gon Short Line is reported to have recommended that the 
company electrify its line between Ogden and Logan, Utah. 

B. S. Josselyn Decorated.—B. S. Josselyn, president of 
the Portland Railway, Light & Power Company, Portland, 
Ore., was visited at his office in Portland on July 6, 1912, 
by a delegation representing the other officers of the com- 
pany and the employees and was decorated with a gold 
service stripe, the insignia of all employees who have been 
with the company continuously for more than five years. 

McKinley Bridge Fire.—A fire which, for a time, threat- 
ened serious damage to the west approach of the [llinois 
Traction Company’s bridge across the Mississippi River at 
St. Louis, Mo., destroyed 150 ft. of the creosoted timber 
deck on the inbound track and delayed traffic across the 
bridge one hour. The fire started in a lumber yard adja- 
cent to the structure and spread to the bridge deck, where 
damage to the extent of $1,500 was done. 

Abandonment of Line Approved.—The Chicago & Oak 
Park Elevated Railway, Chicago, Ill, which operates a sur- 
face line on Cuyler and Lombard Avenues, has been au- 
thorized by an order of the court to discontinue service 
and abandon this branch line. The petition for such ac- 
tion was filed by the receiver of the road in view of the 
fact that the streets in which the line had been constructed 
were to be improved. This would have necessitated the 
rehabilitation of the line, the earnings of which would not 
justify the expenditure involved for reconstruction. 


Ordinance in Memphis to Require Wires Underground.— 
Thomas Dies, commissioner of public utilities of Memphis, 
Tenn., has presented an ordinance to compel the street rail- 
ways in Memphis to place all wires except trolley wires 
underground in the business district. The territory affected 
is bounded by Exchange Avenue, Third Street, Vance Ave- 
nue and the river. The ordinance provides for a bond of 
$10,000 to insure the proper construction of the system, 
and specifies that all roads which are affected must comply 


with the measure within six months from the date of its. 


passage. 

Electrolysis Ordinance in Chicago.—The ordinance re- 
quiring the surface and elevated railways in Chicago, IIL, 
to install a booster system to prevent electrolytic damage 
has been approved by the Council and will become effective 
nine months after it has been signed by Mayor Harrison. 
The Council has also passed a resolution approving the 
plan of the local transportation committee to abandon the 
proposed valuation of the elevated railways and to authorize 
the harbor and subway commission to proceed with plans 
for an independent subway, as noted in the Execrric RaIL- 
WAY JouRNAL of July 13, 1912. 


Validity of Seattle Bonds Upheld.—The Supreme Court 
of the State of Washington has affirmed the validity of the 
$800,000 of bonds authorized by the voters of Seattle, Wash., 
at a general election on March 8, rort, to provide funds for 
the construction of a municipal electric railway in that city. 
The board of public works of Seattle some time ago offered 
the Seattle, Renton & Southern Railway $386,036 for that 
part of the system which the city desires to make part of 
its road, but the offer was rejected. Condemnation pro- 
ceedings are reported to have been brought by the city to 
effect its design in this connection. 

Time Extended for Taking Testimony in Detroit Case. 
—The time for taking testimony in the case involving the 
Hally street railway ordinance at Detroit has been ex- 
tended to Oct. 1, 1912, by Judge Sessions of the United 
States District Court. Attorneys for the company stated 
that their attention had been taken up to such an extent 
in the work connected with the litigation over the Fort 
Street route that they have not had time to prepare for 
the Hally case. Auditors are at work on the books of the 
company securing data that will be used in the case. Some 


of the facts thus secured may also be used in the Fort Street 
rental case. 


Temporary Suspension of Traffic at Toronto Due to 
Power Failure—An accident to the transmission system 
of the Toronto Power Company on July 9, 1912, compelled 
the Toronto (Ont.) Railway to suspend service on all of 
its lines from 12:45 p.m. until 2:35 p.m. and also compelled 
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the Toronto & York Radial Railway to suspend service on 
its Port Credit and Kingston Road lines. Only part of the 
Metropolitan line of the Toronto & York Railway receives 
power from the Toronto Power Company so that part of 
the line north of York Mills was not affected. Service had 
to be abandoned between York Mills and Toronto, how- 
ever. 

Study of Gasoline or Electric Car Recommended.—The 
effort of residents along the Boston & Albany Railroad be- 
tween Albany and Chatham to secure better train service 
for residents of those communities who do business and at- 
tend school at Albany was again discussed before the Pub- 
lic Service Commission of the Second District recently. 
The complainants particularly desire a train reaching Al- 
bany at 8 a. m. and one leaving Albany at 6 p. m. or 6.15 
p.m. The railroad officials contend that the present train 
schedules cannot be changed materially on account of con-. 
nections east of Chatham and because new trains would 
subject the company to a considerable loss. Commissioner 
Olmsted requested H. M. Biscoe, traffic manager of the Bos- 
ton & Albany Railroad, to study the possible operation of a 
gasoline or electric car to serve these places. Mr. Biscoe is 
to submit to the commission a statement of the cost of addi- 
tional trains between Albany and Chatham, after which the 
commission will decide the case. 


Municipal Ownership but Private Operation Advocated 
for Short New Line in Washington, D. C.—The District 
Commissioners of Washington, D. C., did not approve on 
July 10, 1912, the bill of Senator Oliver of Pennsylvania to 
incorporate the Giesboro Railway, but they sent to the Sen- 
ate a substitute measure authorizing the incorporation of 
the company, which provides that the railway shall become 
the property of the District of Columbia upon its comple- 
tion. The railway is to extend from Nicholas Avenue and 
Portland Street, Anacostia, to the plant of the Washington 
Steel & Ordnance Company, near Giesboro Point. The 
principal provision of the substitute measure is that after 
the Giesboro Railway has completed the road and turned 
it over to the District the commissioners shall notify the 
Anacostia & Potomac River Railroad to operate the road 
for a period of ten years without any rental, but after 
such period of ten years to pay as a franchise tax 5 per 
cent on the cost of construction and equipment, such 5 per 
cent, however, not to exceed $40,000. The Giesboro Rail- 
way is authorized by the commissioners’ substitute bill to 
issue capital stock in an amount not to exceed the cost of 
construction and equipment of the railway. 


Tax Values of Indiana Electric Railways.—The report of 
the Indiana Tax Board shows that the total valuation of the 
interurban, suburban and street railways in Indiana as of 
March 1, 1912, was $24,777,574, compared with $23,524,951 
for 1911, or an increase of $1,252,623. The total cost of im- 
provements to right of way for 1912 was $1,053,410, com- 
pared with $960,828 in 1911. The main track was appraised 
at $21,428,417, while in 1911 it was appraised at $20,336,312. 
The second main track was appraised at $246,950 for 1912, 
as compared with $270,390 for 1911. The value placed on 
the rolling stock of the electric railways was $1,895,032, as 
compared with $1,796,231 for 191t. The mileage of the main 
track in 1912 was 2,053.33 and in 1011 it was 2,000.26. In- 
cluded among the changes in valuation are the following 
companies: Indianapolis, Columbus & Southern Traction 
Company, $574,035 for 1912, as compared with $570,435 in 
191t; Indianapolis, New Castle & Toledo Electric Railway, —_ 
$277,035 for 1912, as compared with $252,465 for 1911; In- 
dianapolis Street Railway, $5,780,055 for 1912, as compared 
with $5,612,435 for 1911; Indianapolis Traction & Terminal 
Company, $1,614,400 for 1912, as compared with $1,393,174. 
for IQI1; Ohio Electric Railway, $225,901 for 1912, as com- 
pared with $205,777 for 1911; St. Joseph Valley Traction 
Company, $96,425 for 1912, as compared with $75,520 for 
1911; Terre Haute, Indianapolis & Eastern Traction Com- — 
pany, $3,586,555 for 1912, as compared with $2,251,584 for 
1911; Winona Interurban Railway, $463,972 for 1912, as m= 
pared with $427,507 in 1911; Indianapolis & Cincinnati 1 
tion Company, $712,719 for 1912, as compared with $714, 
for 1011; Indianapolis & Louisville Traction Company, $1 
005 for 1912, as compared with $176,205 for 1911; Louis 
& Southern Indiana Traction Company, $172,818 for 
compared with $187,378 for 1911. a 
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Financial and Corporate 


Stock and Money Markets. 


July 17, 1912. 

Activity in the trading to-day in the securities listed on 
the New York Stock Exchange was crowded into the last 
hour of business. Up to 2 p. m., the total number of shares 
which changed hands was only 137,527, whereas the total 
sales for the day was 292,357 shares. In the bond market 
the demand has been brisk for New York Railways refund- 
ing 4’s and adjustment 5’s and for Brooklyn Rapid Transit 
convertible 4’s. Of this last issue the total record of sales 
for the week ended July 6 was $1,410,000. Rates in the 
money market to-day were: Call, 2144@27% per cent.; sixty 
days, 314@3™% per cent.; ninety days, 4@4™% per cent. 

In the Philadelphia market the principal feature to-day 
was the renewed interest in Philadelphia Rapid Transit, 
the stock of which advanced to 247%. 

In the Chicago market there was a fair volume of trading, 
but price changes were confined to fractions. The market 
for bonds was very dull. 

The market at Boston was dull and featureless until the 
last hour. Small sales were recorded of Massachusetts 
Electric, Boston Elevated and West End Street Railroad 
issues. : 

The trading in Baltimore was very light and narrow. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


; July 10. July 17. 
American Brake Shoe & Foundry (common)......... a96% a96 
American Brake Shoe & Foundry (preferred)........ al424 al42% 
American Cities Company (common)..............> 33 32% 
American Cities Company (preferred)............-: a79 78% 
American Light & Traction Company (common)...... a360 a398 
American Light & Traction Company (preferred)....a110 aT10 
ACME MICAM RAM WAGS UCOMIPAMY. occa cance sce ssccee sree a4334 a44 
Aurora, Elgin & Chicago Railroad (common)........ a50 a49 
Aurora, Elgin & Chicago Railroad (preferred)...... a8734 a8934 
ISOBLOHMENCVALCE RATIWAY. wclecicisiciecie vis os 60s ve wie va ys al26% a127 
Boston Suburban Electric Companies (common)...... al5 al5 
Boston Suburban Electric Companies (preferred).... a80 a80 
Boston & Worcester Electric Companies (common)... a95¢ a95% 
Boston & Worcester Electric Companies (preferred)... a55 a53 
Brooklyme Rapid slransit Company... << e085 secs cesee ts 91 92% 
Capital Traction Company, GHEE RRO Maat sti c)wicleyaiy al24 *124 
MGT OMNG LEY PXCAIL WG Mela olajeisfoitole Givi ays settles saves eeie ais a190 al90 
Chicago Elevated Railways (common)............... a32 32 
Chicago Elevated Railways ( 92 
Chicago Railways, ptcptg., ct a90 
Chicago Railways, pteptg., ctf. a25 
Chicago Railways, ptcptg., ctf. 3.. ne a7 
Chicago Railways, pteptg., ctf. 4 a4 a4 
RETHIGIEINAtE SCOOT PRALWAV Gls cule culelsisiciecscicccuiceses al130 
liptelesGe IAIN ENS 3.45 6G6 Ro OR = pene eC Onin al06 
Cleveland, Southwestern & Columbus Ry. (common)... a4% *478 
Cleveland, Southwestern & Columbus Ry. (preferred) a33 a33 
Columbus Railway & Light Company.............+.. a5 a55 
Colambus Railway) (common): 2.0... eee seen sen 80 80 
GOES SULA CPEELETICC) «+ c,clsiv.c\e sxeisive noe cee e!e ag5 a95 
Dayton Street Railway (common)..............0.08- a25 a25 
Dayton Street Railway (preferred)..........+-+-.00- a100 al00 
Denver & Northwestern Railway...........-.+2eee: al40 al140 
TRACT CIILE CIA CAviN siecle cield o's) + cicie eas) e:2's0 ssl ele 70 74% 
Gegeral er iectric Company. sec sa stole s a teRe slide sa nete 176% 178% 
Georgia Railway & Electric Company (common)..... a125i4 al26% 
Georgia Railway & Electric Company (preferred).... *85 85% 
rake, fat lacars nberecinolibas: Company (common)...... 20% 20% 
Interborough Metropolitan Company (preferred)...... 58 583% 
International Traction Co., 4% bond, rcets.......... a75 : 5 
Indiana Union Traction Company..........-+-.e00+ al2 12 
Kansas City Railway & Light Company (common)... a18% al8Y% 
Kansas City Railway & Light Company (preferred).. a40 40 
Lake Shore Electric Railway (common).......... + i Ore a 6% 
Lake Shore Electric Railway (1st preferred)... we aso *85 
Lake Shore Electric Railway (2d preferred)......... 22 22 
Manhattan Railway .......... Miata ojelv a's eis tleiatereloseje2/8\« 135 135 
Massachusetts Electric Companies (common) sc <cs 25 a20 al9% 
Massachusetts Electric Companies (preferred)....... a4 4204 
Milwaukee Electric Railway & Light (preferred)...... al05 105 
Norfolk Railway & Light Co..........-.seeeeeeeeees 26 26 | 
North American Company .....-...snceeserereerses 83 82% 
Northern Ohio Light & Traction Company (common).. a65 a65 
Northern Ohio Light & Traction Company (preferred) .a105 al05 
Philadelphia Company, Pittsburgh (common)........ a52 a52 
Philadelphia Company, Pittsburgh (preferréd)....... a434 a44%4 
Philadelohia Rapid Transit Company....-..-++-+++++ a24% a247% 
Portland Railway, Light & Power Company......... a69 69 
Public Service Corporation..........s0e0e eee eeeeees alll alll 
Third Avenue Railway, New York.......+s-eeeeeees 37 9% 179 
Toledo Railways & Light Company......-.seeseesee a4 sae 
Twin City Rapid Transit Co., Minneapolis (common) .a110 a % 
United Ry. & Electric Company (Baltimore)......-++- a25 ie 4 
United Rys. Inv. Co. (common).......++++++ Chenes a28 Ys a oA 

nited Rys. Inv. Co. (preferred)......-+sseeeeeeee 458% es 
Virginia Railway & Power Company (common).,...- a44y ae 
irginia Railway & Power Company ( ag Pi 
Washington Ry. & Electric Company a92 ae 
Washington Ry. & Electric Company (preferred).. a94y, Hs: 
West Fnd Street Railway, Boston (common).......-. 286 hanee 
West End Street Railway, Boston (preferred). ibd et a _ 
Westinghouse Elec. & ey Deeiee « 5 vaterabers me a 
Westinghouse Elec. & Mfg. Co. (1 Ae 


*Last sale. a Asked. 
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ANNUAL REPORTS 
Cleveland, Southwestern & Columbus Railway 
Results of operation piethel Cleveland: Southwestern & 


Columbus Railway for the calendar year 1911 compare as 
follows with the two preceding years: 


: ; 1911, 1910. 1909. 
GuOSSHTECEIDES! “as,5) a sisfalsicis breraee este $1,128,521 $1,054,088 $900,944 
Operatitig ex pensesy seven ais oc Moneiecerr ee 642,380 619,900 555,129 
Net earnings from operation.......... 486,141 434,188 345,815 
Other miscellaneous APC ONE Sicce'e le tacauei 9,033 ts a i es eh eee 
Gross income less operating expenses. 495,174 442,500 345,815 
DCMU ONS Ne aim ack Ae cls oP AI eee he oot 363,516 357,527 300,834 
IN GLARE COMER Tt hy A Wetec cine eebr ete 131,658 84,973 44,981 
Percentage of operating to gross receipts. 56.92 58.81 61.62 


IF. E. Myers, the president, says in part in his statement 
to shareholders: 

“Since our annual meeting one year ago the management 
and directors have made a united effort for results equal to 
what our reports indicated would be attained. In this effort 
we have been assisted loyally by our managers, superin- 
tendents, engineers, foremen, dispatchers, conductors, 
motormen and employees generally. The growth of traffic 
has demanded efficiency of service and maintenance of the 
company’s properties, notwithstanding which a most favor- 
able percentage of operating costs to gross receipts has 
been obtained. 

“The car mileage run for 1911 increased over 1910 157,489 
miles. This increase and the demand made for electricity 
for light and power made it necessary to install a 500- 
hp boiler at the Elyria power house. This installation, to 
gether with other improvements at the power plant, made 
it possible to meet the requirements and demands for 
power and placed our company in a much safer position, 
the output of power having increased 15 per cent within the 
past year as shown by reports on file. 

“Five of the nine boilers at the power house are now 
equipped with stokers. The delay in having the balance 
equipped has been on the part of our company and is hay- 
ing due consideration. 

“Contracts were made during the year for furnishing 
electricity to light the Ohio Farmers’ Insurance Company’s 
plant, of Leroy, Medina County, and Grafton Village, 
Lorain County, and the Columbia Steel Company of Elyria 
for power purposes. 

“The company’s property is well insured under a liberal 
policy form and at the rate of 68 cents per $100, 

“Two and one-half per cent of the gross receipts has 
been charged to operation during the year and credited to 
the accident reserve fund, which amounted to $28,300. The 
amount paid out during the year on account of accidents 
happening during 1911 and former years is $18,915, leaving 
a balance in the fund of $28,112. The net amount added to 
this fund for the year was $09,385. 

“Tt is estimated that the total claims settled occurring 
during the year, together with those unsettled, will not 
exceed $18,000, or 1.6 per cent of gross receipts of the com- 
pany. 

“The concerted action on the part of the management 
and employees in holding frequent meetings to discuss the 
elimination of accidents has been continued during the 
year, and we believe has had a telling effect not only with 
the employees but the general public as well and is to be 
commended.” 

Statistics based on the results of operation in the last 
two years are as follows: 


1911 1910. 
AVeTage fare, PEL PASSEUBEL s ve. 6is. core oi <hie.ens«: oiv ee mae «4 $.170 $.158 
Average expense per paSSENger......sseecsessesceeeeee .096 .090 
per aseenets Dera DASSeMpen. Saiccinve sees rh icivve, ues hes .074 -068 
Average interest and taxes per passenger.............+. 054 -055 
Average net to stock per passenger........2+ssserereere .020 .013 
Averagé receipts per Car mil€.. see ce ses cere evase .296 27 
Average expense per Car mile... ..seessccececcecoeceens 168 .156 
PAVASE RESET Per CAL TOME carvivivce’s/e, 9 aisiaie)eileaieye.ne veces a e'2 .128 121 
Average interest and taxes per car mile..........ec0e0- .094 .097 
Average net to stock per car mile.....s..eceeceeveenees .034 024 


Glasgow Corporation Tramways 


The preliminary statement of the revenue and expenditure 
of the Glasgow (Scotland) Corporation Tramways for the 
year ended May 31, 1912, as submitted was approved by the 
finance sub-committee of the tramways committee recently. 
The surplus amounts to $260,335, as compared with $343,300 
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Jor the previous year. The receipts for the year ended May 
31, 1912, show a considerable increase over those of the 
previous year, but there were extraordinary expenditures 
on account of increases in wages and because of the strike 
of the coal miners. A comparison with the previous year 
follows: 


May 31. 1912 1911 
Traffic LECCIPERs Heisicie pisicioisn Siale’e wislele!se ee ele sin’ $4,936,400 $4,730,105 
Other receiptS.....ccecccencvcsccccveccceccs 18,975 17,33 

MP Otal: » BACON Bice s,6,0-ale islet nicla\s se.elaibcelealn/eiBiereie $4,955,375 $4,747,440 
Working expenses (excluding depreciation).... 2,913,195 2,665,890 

Balance carried to net revenue account..... $2,042,175 $2,081,545 
Interest on investments.....-.sseeeecserececs 247,955 216,065 


Lines rented to Dumbarton Burgh and County 
Tramways Co., Ltd......cccscecseescscses 900 1,150 


$2,291,035 $2,298,765 
Deductions: 
Rental of Govan & Ibrox Tramways...... Be 25,230 25,305 
Proportion of traffic receipts due Paisley Dis- 


LEIGH Lael WAY alas vinnie ainisinie cie’s 8s acacdcislereiele $26,355 $24,825 
Interest on Capital. ..}.cscesecucsedcesvene 375,460 375,840 
Ginikeine | £1 die kiwiers ols oiaisie ss o:eiw arelei ooieiss/e's/siereaie 469,315 448,970 
Racome=tax  slewc eesiee 02 bit/sleinic wit eciesneisiee «nie 65,135 67,455 
Parliamentary EXPENSES......-.cseseseeceses 675 75 
Depreciation fund.......ceccsocssccssscceecs 640,360 585,645 
Permanent way renewals fund........--+++++- 428,155 427,245 

"tT ctal \ACAUCtIITG aise os As ee's 9c Sie wie raise Reale che $2,030,695 $1,955,375 

INGER SUEDIUSs ers ole iule o> ofa isle ieeistrrelasreinieve era's $260,335 $343,390 


Alton, Jacksonville & Peoria Railway, Alton, Ill_—Judge 
W. E. Hadley in the Madison County Circuit Court has 
authorized Frank L. Butler, receiver of the company, to 
issue receiver’s certificates not to exceed $150,000 to pro- 
vide funds to complete the road between Godfrey and 
Jerseyville. About 15 miles of the 22 miles of track have 
been laid and about half of the overhead construction work 
has been completed. It is proposed to secure power from 
the Alton Gas & Electric Company. 


Cincinnati, Newport & Covington Light & Traction Com- 
pany, Covington, Ky.—Archibald S. White, president of the 
Columbia Gas & Electric Company, which operates the 
property of the Cincinnati, Newport & Covington Light & 
Traction Company under lease, has announced that control 
of the Columbia Gas & Electric Company has passed to a 
syndicate of which A. B. Leach & Company, New York, 
N. Y., are the managers. 

Cleburne (Tex.) Street Railway.—W. A. McCutcheson, 
Denver, Col., president of the Cleburne Street Railway, is 
reported to have disposed of his interest in the company to 
G. W. Hutchinson, Kermit, Tex. 


Columbus, Kenton & Toledo Traction Company, Colum- 
bus, Ohio.—The application of the Columbus, Kenton & 
Toledo Traction Company for authority to issue $50,000 of 
common stock and $1,385,000 of 5 per cent first mortgage 
gold bonds was reheard by the Public Service Commission 
of Ohio on July 10. The commission held that the bonds 
should be sold near the par value, while the application 
asks for authority to sell them at 85. Attorney Samuel 
Hoskins, representing the company, explained that it was 
impossible for the company to market its own securities. 

Consolidated Cities Light, Power & Traction Company, 
New York, N. Y.—The Consolidated Cities Light, Power & 
Traction Company, the incorporation of which was noted 
in the Evecrric RatLway JourNAL of June 22, 1912, page 
1092, has elected the following directors: Henry L. 
Doherty, Frank W. Frueauff and Charles T. Brown, of 
H. L. Doherty & Company; H. H. Scott, of the Doherty 
Operating Company; Warren W. Foster, all of New York; 
Leslie M. Shaw, Philadelphia; W. F. Hoffman, Columbus; 
James Satterfield, Wilmington; James Twitchell, London, 
Eng., president of the Alabama Light, Traction & Power 
Company, and Laurence MacFarlane, Montreal. The com- 
panies which the new corporation now owns or controls are 
as follows: Dominion Natural Gas Company, Ltd., Pitts- 
burgh, Pa.; Aliiance Gas & Power Company, Alliance, 
Ohio; Trumbull Public Service Company, Warren, Ohio; 
Massillon Electric & Gas Company, Massilon, iin: 
Bristol Gas & Electric Company, Bristol, Tenn.; Cumber- 
land & Westernport Electric Railway, Cumberland, Md.; 
Knoxville (Tenn.) Gas Company; Meridian Light & Rail- 
way Company, Meridian, Miss.; Amarillo (Tex.) Gas Com- 
pany; Sedalia Light & Traction Company, Sedalia, Mo. 
and the Citizens’ Gas & Electric Company, Mount Vernon, 
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Ill. The Doherty Operating Company has agreed for a 
consideration to be provided out of the stock of the com- 
pany to operate the Consolidated Cities Light, Power & 
Traction Company until certain definite earnings are 
reached by the properties. After that time such a charge 
will be made for operation as may be considered reasonable. 
In partial payment for these services the Consolidated 
Cities Light, Power & Traction Company has given the 
Doherty Operating Company an option on $2,000,000 of 
common stock at $100 per share for five years. 


Gary & Southern Traction Company, Gary, Ind.—The 
operating organization of the Cleveland Construction Com- 
pany, Cleveland, Ohio, known as the Warren Bicknell Com- 
pany, has taken over the operation of the Gary & Southern 
Traction Company, which has recently inaugurated service 
between Gary and Crown Point, Ind. The superintendent 
in charge of operation on the property is T. P. Clay, for- 
merly in charge of one of the divisions of the Cleveland 
(Ohio) Railway. Crown Point has been made the head- 
quarters of the operating organization. 

Manhattan Bridge Three-Cent Line, New York, N. Y.— 
The stockholders of the Manhattan Bridge Three-Cent Line 
will vote on July 24, 1912, to increase the capital stock 
of the company from $50,000 to $1,000,000. Mayor Gaynor 
of New York has signed the franchise which gives the 
company the right to operate cars from Flatbush Avenue, 
Brooklyn, to Manhattan across the Manhattan Bridge. 


Kansas City Railway & Light Company, Kansas City, 
Mo.—The stockholders of the Kansas City Railway & 
Light Company have been asked to deposit their stock with 
a committee composed of Oscar Fenly, Louisville, H. T. 
Abernathy, Kansas City, and George M. Reynolds, of the 
Continental & Commercial National Bank, Chivago, Ill., by 
Aug? 10, 1912, to protect stockholders of the company in 
consequence of the foreclosure proceedings brought by the 
Old Colony Trust Company, Boston, Mass., against the 
Metropolitan Street Railway, Kansas City. 

North Jersey Rapid Transit Company, Paterson, N. J.— 
Thomas P. McKenna, New York, N. Y., representing a 
syndicate, is reported to have secured control of the North 
Jersey Rapid Transit Company, now in the hands of H. H. 
Parmelee as receiver. 

Oneida (N. Y.) Railway.—The Oneida Railway has ap- 
plied to the Public Service Commission of the Second 
District of New York for permission to issue bonds or 
other evidences of indebtedness to the amount of $779,- 
510.55 to reimburse it for expenditures from income or 
other sources for improvements and betterments to its 
property from July 1, 1907, to April 30, 1912. 

Public Service Investment Company, Boston, Mass.—A 
semi-annual dividend of 2 per cent has been declared on the 
$2,000,000 of common stock of the Public Service Invest- 
ment Company, payable on Aug. I, 1912, to the holders 
of record of July 15. This dividend compares with 14 
per cent paid in February, 1912, and semi-annually during 
I9II and 1% per cent paid during rg10. 

Public Utilities Company, Evansville, Ind—The Public 
Utilities Company, which has taken over the Evansville & 
Southern Indiana Traction Company and the Evansville 
Public Service Company, has elected officers as follows: 
Henry W. Marshail, Lafayette, Ind., president; B. C. Cobb, 
New York, first vice-president; William H. Barthold, New 
York, second vice-president; A. C. Blinn, Evansville, secre- 
tary and general manager; Frank J. Haas, Evansville, 
treasurer. 

St. Francois County Railroad, Farmington, Mo.—On 
July 2, 1912, the St. Francois County Railroad was purchased 
by the Mississippi River & Bonne Terre Railway. The man- 
agement of the property has been placed in the hands of the 
National Light & Power Company, St. Louis, Mo., which 
owns and operates gas, electric, railway and water proper- 
ties, and the National Light & Power Company as super- 
vising engineer will improve and extend the St. Francois 
County Railroad and electrify the Crawley spur of the Mis- 
sissippi River & Bonne Terre Railway, from which an en- 
trance to the traffic center of Flat River will be gained by 


the St. Frangois County Railroad, thereby making a direct 
connection with the Mississippi River & Bonne Terre Rail- 
way to the North. The new president of the St. Francois. a 
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‘County Railroad is Roscoe Parsons, vice-president of the 
Mississippi River & Bonne Terre Railway, and F. J. Thom- 
ure, traffic manager of the Mississippi River & Bonne Herre 
Railway, will serve as vice-president of the St. Francois 
County Railroad. The second vice-president and managing 
director of the St. Francois County Railroad will be Judson 
H. Boughton, president of the National Light & Power 
Company. The property will be managed locally by A. D. 
Brinkerhoff, who is a member of the staff of the National 
Light & Power Company. 


Third Avenue Railway, New York, N. Y.—The directors 
of the Third Avenue Railway have voted not to pay the 
interest on the $22,536,000 of income bonds for the six 
months ended June 30, 1912. F. W. Whitridge, president 
of the company, submitted a statement which says that the 
net earnings for the six months with June estimated, after 
providing for interest on prior liens, amounted to about 
$580,000. The payment of interest on the income bonds 
at the full rate of 2% per cent would call for $563,400. 
The interest on these bonds becomes cumulative after Dec. 
31, 1912. The directors have issued a statement in which 
they say: “In view of the fact that there has been and 
will be many expenditures growing out of the reorganiza- 
tion of the system and expenditures for construction and 
betterments on some of the lines, which may or may not 
be capitalized, and that the matter of a large number of 
transfers is still in litigation and undetermined, the board 
determined and declared that there was no available surplus 
income applicable to the payment of interest on the ad- 
justment bonds for the six months ended June 30, 1912.” 


Yonkers (N. Y.) Railroad.—Leslie Sutherland has been 
discharged as receiver of the Yonkers Railroad on an 
order of the Supreme Court of Westchester County. 


Dividends Declared. 


Columbus (Ohio) Railway, quarterly, 114 per cent, pre- 
ferred. 

Grand Rapids (Mich.) Railway, quarterly, 1%4 per cent, 
preferred. 

Railways Company General, New York, N. Y., quarterly, 
I per cent- 


' ELECTRIZ RAILWAY MONTHLY EARNINGS 


CHATTANOOGA RAILWAY & LIGHT COMPANY 


Gross Operating Net Fixed Net 
Period. Earnings. Expenses. Earnings. Charges. Surplus. 
lm. May, 712 $88,888  *$50,359 $38,529 $21,684 $16,845 
Le SS "11 77,738 *43,884 33,854 19,905 13,949 
ae ee "12 409,089 *240,623 168,466 107,234 61 232 
5S “6 73 368,045 *211,728 156,317 97,167 59,150 


COMMONWEALTH POWER, RAILWAY & LIGHT COMPANY, 
GRAND RAPIDS, MICH 


lm. May 712 $485,425 *$276,583 $208, 842 $132,779 $76,063 
i Nig fs eat 422,709 *249,004 173,705 103,281 70,424 
Se #8 "12 2,492,911 *1,440,338 1,052,573 588,104 464,469 
wick uy "11 2,196,470 *1,249,577 946,893 511,494 — 435,399 
EAST ST. LOUIS & SUBURBAN COMPANY. 

lm. May, 712 $196,824 *$114,262 $82,562 $48,286 $34,276 
i bee es gin 193,181 *105,656 87,525 45,610 41,915 

i of "12 954,430 *542,921 411,509 240,543 170,966 
ise tid iy 905,984  *519,076 386,908 227,332 159,576 

GRAND RAPIDS RAILWAY COMPANY. 

Im. May, 712 $102,627 *$53,187 $49,440 $14,497 $34,943 
i a "11 98,137 *56,438 41,699 15,018 26 681 
Sea Me 712 484,640 *273,068 211,572 73,128 138,444 
ngs Gs "11 451,713 *262, 192 189,521 75,344 114,177 


‘LEWISTON, AUGUSTA & ee LEE. STREET RAILWAY. 


im. May, 712 $49,814 *$31,143 $18,671 $14,447, $4,224 
0 oe ee 46,110  *26,557 19553 13,346 6,207 
hee 212 550,130 *350,575 199,555 158,933 40,622 
re yy 481,123 *303,256 177,867 145,011 32,856 


PORTLAND (ORE.) RAILWAY, LIGHT & POWER COMPANY. 


-lm. May, ae $543,813 *$264,906 $278,907 $149,226 $129,681 
1%, 4 es §27,931  *243,949 283,982 122,162 161,820 
hs iy 12 2,669,653 ol 369,655 1,299, 998 722,969 577,029 
Sis? ia 214) 2,560,045 *1, 241, 964 1,318,081 613,668 704,413 


ST. JOSEPH RAILWAY, LIGHT, HEAT & POWER COMPANY. 


Im. May, 712 $94.248 *$57,618 $36,630 $19,710 $16,920 
Nes “ a! 88,759 *56,350 32,409 19,379 13,030 
5) « "12 473, "233 *270,892 202,341 98,297 104,044 
Re < ay. 435,301 *264,894 170,407 97,022 73,385 


UNION RAILWAY, GAS & ELECTRIC COMPANY, ROCKFORD, ILL. 


. May, 712 275,795 *$168,231 107 564 $68,086 $39,478 
i ar ony eee 574 £16543 456 , 4,118 ees 41,497 

a ee 1,478,605 *890,594 388° 011 3395624 248,387 
Ly oS 11281049 *756,639 524,410 301,907 222,503 


‘*Includes taxes. 
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Traffic and Transportation 


New Practices and Rates Proposed for Express Companies 
by Interstate Commission 


The Interstate Commerce Commission has issued a tenta- 

tive order directing reforms in practices and reductions of 
rates by the express companies. The order of the com- 
mission is not final and a hearing in regard to its provisions 
will be held on Oct. 9. The commission, however, calls 
upon the companies to show cause at that time why the 
changes in rates and practices should not go into effect 
immediately. 

The report of the commission was written by Commis- 
sioner Franklin K. Lane and it proposes a new system of 
rate-making. Under this plan the United States would be 
divided into lots approximately 50 miles square. Points 
within each block are common points, excepting as to ad- 
jacent blocks. The rates fixed in this way would apply to 
all packages weighing from 1 lb. to 100 lb. The commis- 
sion will require of the express companies: 

“tT, A new and simple method of stating rates, by which 
one who is not an expert in the reading of tariffs may know 
what rate he should be charged. 

“2, The tariffs must present but one rate upon the same 
class of traffic between any two points in the United States 
served by the same carrier. The rebates by indirection con- 
cealed in the tariffs must be removed. 

“3. There must be a new classification of traffic in which 
the standard of first-class rate shall be that on merchandise 
and to which there shall be one great class of exceptions— 
a second class as it were—consisting of articles of food 
and drink now carried under the meaningless term of ‘gen- 
eral specials.’ The rate for this latter class should bear a 
relation in percentage to the former. Our conclusion is 
that 75 per cent of merchandise would yield a fair and 
reasonable rate. Other rates may be made to meet traffic 
needs and develop industry, but all such rates shall be 
based on conditions of service and should, for convenience, 
likewise be stated in percentage of the merchandise scale. 

“4. The rules of the express companies are too many 
and too involved. They need even more drastic revision 
than is herein suggested. 

“s The express carriers must unite in direct through 
route, reaching all cities and towns accessible to each other 
by the shortest route measured in time. The commission 
will leave this matter in the hands of the carriers for the 
present, but will undertake to see that this principle is 
recognized in the routing of express traffic. 

“6. There should be a precise statement published and 
filed showing the terminal service that is given at local 
stations. 

“7 To avoid prosecutions for illegal overcharges it is 
essential that double charges shall cease and to this end a 
system of labels is prescribed—a yellow label which shows 
that the charges have been paid; a white label when the 
charges have not been paid, and if no label is carried on 
the package it must be delivered without charges and the 
error later corrected. 

“8. The standard merchandise rates have been found to 
be discriminatory as between localities and unreasonable 
in themselves with respect to the points dealt with in our 
order. They have been the product of a non-regulated 
growth in which certain of the larger cities have gained an 
undue advantage in preference. A burden that is excessive 
and unjustifiable has rested upon the packages of smaller 
weight which the express carrier was especially created 
to transport. The railroad company in ‘farming out’ this 
branch of its service upon a percentage contract basis has 
created an inevitable tendency to increase parcel rates. 
There has been no uniformity in the application of any 
system or basis or scale of rates with reference to points 
similarly situated even within the same territory and no 
reasonable relation is suggested in the rates fixed between 
the service given by the railroad in the carriage of a parcel 
and that given by the express company in its terminal 
service.” 

At the conclusion of a conference of representatives of 
the express companies in regard to the report of the com- 
mission a statement was issued saying that unfortunately 
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the question of rates had been complicated up to this time in 
the investigation with that of regulation and practices, 
which the managers of the companies have been as desirous 
of changing as the commission itself, It is proposed by the 
companies to adopt the suggestions and directions made by 
the commission for changes in practices. The statement of 
the companies says, however, that the proposed rates would 
cause a drastic reduction in revenues, The companies will 
prepare figures showing what the proposed rates would 
produce on business actually transacted, 


New Form of Publicity Campaign in Detroit 


A, D,, Van Zandt, publicity agent for the Detroit United 
Railway, has prepared material for front car window bulle- 
tins partially descriptive of the service with a view to de- 
creasing accidents by calling the attention of the public to 
the moat common forms of carelessness, The information 
or instructions have been made concise so that the instant 
one looks toward the forward end of the car the bulletin 
may be read at a glance, Some of the bulletins which have 
been presented read as follows: 

“Count the number of times the motorman slows up for 
lt will explain why the street cars become 


the rig ahead, 
bunched leaving big gaps in the service,’ 

“When you board or leave a street car be sure that it has 
come to 4 full stop, Haste isn’t worth life or limb,” 

“Do not grab at a moving car, You cannot pull it back, 
but it can pull you forward—and sometimes under.” 

“Workers go to their daily labor between § a, m, and 9:30 
a.m, All make an effort to return home between 4:45 p.m. 
and 6 p,m, What is a transportation task in four and a 
half hours in the morning becomes a much greater task in 
one and a quarter hours towards nightfall” 

"When you leave this car let it get well past you before 
crossing the street, Dodging behind the rear end is a dan- 
werous habit,” 

"Stop! Look! Listen! Bring your vehicle to a dead 
stop before crossing any railway track, then look both ways. 

"Playing on the street car tracks is dangerous, Tvery 
mother should caution her children against this practice,” 


"Tf you dodge in front of a car you are in danger. The 
motorman may not be able to stop his ear,” 

"There is no excuse for stepping off a car backward, You 
wouldn't think of leaving your house that way.” 

"Courtesy from conductor to passenger is demanded, 


Courtesy [rom passenger to conductor isn't forbidden,” 

Center-Entrance Car in St, Louis. —The United Railways, 
St, Louis, Mo, has built a ecenter-entrance car in its own 
shops for experimental operation with a view to the pos- 
aible adoption of this type of ear for use in St. Louis. 
The company has reverted to the use of longitudinal seats 
in the ear, 


Proteat Againat Minding in Sunday Operation Case.—The 
directora of the London & Lake Erie Transportation Com- 
pany, London, Ont, have decided to appeal to the Court 
of Appeals against the judgment of Chancellor Boyd, re- 
quiring the company to discontinue the operation of cars 
on Sunday to Port Stanley, 

Brooklyn Center-Entrance Car Approved—A resolution 
haa been adopted by the Public Service Commission of the 
iret District of New York approving the type of center- 
entrance car now being operated as an experiment by the 
Rrooklyn (N, Y,) Rapid ‘Transit Company, The company 
expects to add roo cars of this type to its lines, 

Chicago Railways Hospital License Revoked.—lor some 
time the Chicago (II) Railways has been subjected to at- 
tacks on the grounds that it sometimes took persons who 
were injured on its Hines to the company’s hospital against 
their wishes, The press has been giving the subject con- 
siderable publicity and as a result the City Council at its 
regular meeting on July 18, 101g, passed a resolution 
instructing the commissioner of health to cancel the license 
issued for the operation of the hospital, 


Improvements at Glenwood Park—The Louisville & 
Northern Railway Lighting Company and affiliated com- 
panies centering in New Albany, Ind, which own Glen- 
wood Park, near New Albany, a favorite resort for pleasure- 
seekers in Louisville, Ky, and Southern Indiana, have 
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greatly improved the park recently. They have had a new 
boat dock built and have installed a new swimming dock 
and a high-power electric searchlight, which is used on 
Silver Creek and makes boating at night very pleasant. 

New Wage Scale on Boston & Worcester Street Railway. 
—The following wage scale for motormen and conductors 
in its employ was adopted by the Boston & Worcester 
Street Railway, Boston, Mass., on July 1, 1912: First year, 
22 cents an hour; second year, 23 cents an hour; third year, 
24 cents an hour; fourth year, 25 cents an hour; fifth year, 26 
cents an hour; five years and over, 27% cents an hour. The 
scale of wages previously in effect follows: First year, 21% 
cents an hour; second year, 224% cents an hour; third year, 
23¥, cents an hour; fourth year, 24% cents an hour; fifth 
year, 25 cents an hour; five years and over, 26 cents an hour. 

Reduction in Fare Ordered on Syracuse, Lake Shore & 
Northern Railroad.—The Syracuse, Lake Shore & Northern 
Railroad, Syracuse, N. Y., has been ordered by the Public 
Service Commission of the Second District of New York 
to reduce on or before August 10, 1912, its round trip fare 
between Syracuse and Stop 4 from 15 cents to Io cents. 
This rate is to be effective for at least three years from that 
date, and the company is given the option of putting in ef- 
fect a one-way rate not exceeding 5 cents between these 
terminals. If the company decides to continue the sale of 
its round trip tickets they are to be sold under the same 
conditions as those now being sold. 


Increase in Wages in Twin Cities.—C. G. Goodrich, pres- 
ident of the Twin City Rapid Transit Company, Minneapo- 
lis, Minn., announced on July 1, 1912, an increase of wages, 
effective immediately, which ranges from $7 to $10 per 
month for each man. Mr. Goodrich said: “It has always 
been the desire of the company to promote a feeling of 
friendliness and loyalty on the part of its men. This feel- 
ine has developed not only by reason of the sharing of its 
prosperity with the men, but when sickness, bereavement 
or other misfortunes have overtaken them the company al- 
ways has shown a readiness to assist.” The increase ap- 
plies to all conductors and motormen who have been with 
the company more than six months. 


Injunction to Prevent Enforcing Universal Transfer 
Ordinance in Chicago.—A temporary injunction restraining 
the City of Chicago from enforcing the ordinance which was 
passed on May 20 to require universal transfers between 
the four elevated railways has been issued by Judge Bald- 
win of the Circuit Court, The injunction was issued at the 
request of three of the elevated railways, which contended 
that the ordinance was unconstitutional, confiscatory and in 
direct conflict with the ordinances under which the com- 


‘panies are now operating, which ordinances give them the 


right to charge 5 cents for each single ride. The railway 
companies also charge that the ordinance is discriminatory 
in that it does not embrace all the elevated roads. The 
injunction will remain in effect pending final adjudication 
of the case, arguments on which will be heard on Oct. 1. 


The Michigan United Summer Folder.—The Michigan 
United Traction Company, Jackson, Mich., has issued the 
summer edition of its folder. It describes the points of in- ‘ 
terest along the lines of the company and calls attention to 
the excellent service furnished to the summer resorts which 
are touched by the lines in Southern Michigan. The folder 
consists of sixteen pages which include a number of halftone 
illustrations and a map which shows the company’s lines 
and the surrounding territory. The electric and steam road — 
service which this company furnishes on the two divisions — 
of its lines reaches ten popular inland lake summer resorts” 
and passes through Michigan’s richest farming and indus- 


trial sections, The folder also contains detailed information 


relative to steam railroad and boat connections at the 
ous centers which are touched by the company’s lines, th 
hotels at these centers, the rates of fare between differ 
points on the electric railways and a page of detailed if 
mation about the service, : ' 


_ Washington Center-Entrance Car Endorsed.—In 
ing its new type of center-entrance car the Washing 
way & Electric Company, Washington, D, 
Clarence P, King, president, sent communica 
the merchants’ and suburban associ , 
appointment of committees to repor 
car, A reply from the president o 
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Association enclosed the individual reports of the three 
members of the committee. The gist of these reports fol- 
lows: I—*Much pleased with the new design and believe it 
to be an ideal car in every respect which will satisfy the 
general public.” 2—‘“In conclusion I have to say that I 
think * * * it is the best designed car that I have ever 
seen in this or any other city and it should meet all the re- 
quirements of a critical public.” 3—‘All our people, in my 
opinion, will favor this new car.” As a result of the en- 
dorsement of the car by the public the company has ordered 
sixty-five cars of the new type. 


Peculiar Service Order in Oklahoma.—An opinion and 
order in part as follows has been entered by the Corpora- 
tion Commission of Oklahoma as the result of a petition 
filed against the Chickasha (Okla.) Street Railway for an 
extension of the night service of the company: “After the 
evidence was heard, an agreement was reached by complain- 
ants and defendant whereby the street railway agreed, after 
9:30 p. m., to run its cars every half hour, commencing at 
the terminus of the down-town line, and leaving there at 
9:30 p. m., 10 p. m., 10:30 p. m. and 11 p. m. Should any 
citizen of Chickasha want a car run at a later hour, he must 
ask the company before Ir p. m. for a car. and deposit 50 
cents for the car to pay for from one to ten passengers. 
Such car is not to be required to leave the down-town ter- 
‘minal later than 12 o’clock at night, unless the company 
makes a special agreement to this effect. The Corporation 
‘Commission of Oklahoma orders that the above agreement 
is to be complied with on and after June 24, 1912.” 


Decision in New Jersey Commutation Case.—The Su- 
preme Court of New Jersey on July 15, 1912, decided that 
all six of the leading railroads of the State are required to 
sell commutation tickets between Jersey City, Hoboken and 
Camden and other points in the State. The Pennsylvania 
Railroad brought the case up to the Supreme Court on be- 
half of itself and the other roads operating in the State. 
The Public Utilities Commission had ordered the compa- 
nies to sell commutation tickets to riders between stations, 
and also to the border cities or marginal terminals named, 
rather than through to New York and Philadelphia, as is 
the custom now. The commission also ordered the roads to 
revise their schedule of rates for both “trips” and “commu- 
tation.” The court holds that the roads must sell commuta- 
tion tickets between the home stations of the commuters 
and Camden, Jersey City and Hoboken, if it is so desired by 
the commuters. The roads contended that their commuta- 
tion traffic was interstate and not intrastate, as asserted by 
the commission. The court in its opinion holds that such 
traffic is not interstate. The controversy resulted indirectly 
from the use by commuters of the tunnel between New Jer- 
sey and New York at an extra fare to the railroad patrons 
as being more convenient than the ferry service maintained 
by the steam railroads between New York and New Jersey. 


Fare Case Affecting the International Railway.—The 
Fublic Service Commission of the Second District of New 
York has ordered the International Railway to submit to 
the commission before July 22, 1912, a plan which will give 
to the residents of LaSalle the fare heretofore enjoyed by 
them and at the same time protect the company against the 
improper use of ticket books issued in connection with this 
plan. The board of trustees of LaSalle complained to the 
commission about the provisions of a franchise which pro- 
_vided transportation tickets at 5 cents each to be sold in 
book form at the rate of twenty tickets for $1 for transpor- 
tation between LaSalle and Niagara Falls, tickets to be 
transferable and capable of use by the person holding them. 
This form of ticket was issued in accordance with an agree- 
ment between the local authorities and the company and has 
been used by the International Railway for service in La- 
Salle since the road commenced operation more than ten 
years.ago. In March, 1912, the company discontinued the 
use of this form of ticket and now issues commutation 
books containing twenty tickets which are sold for $1, but 
the books or tickets are not transferable and must be used 


_ by the person to whom the book is issued. The complain- 


ants, most of whom are workingmen employed at Niagara 
Falls, alleged that this works a hardship upon the residents 
or LaSalle who find it necessary to purchase several books 
29 hei to accommodate. the- different members of their 
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Personal Mention 


Mr. F. A. Scripture has resigned as superintendent of 
transportation of the Syracuse (N. Y.) Rapid Transit Rail- 
way. 

Mr. Carl Gray, Jr., has been appointed assistant engineer 
of the Oregon Electric Railway and the United Railways, 
Fortland, Ore. 

Mr. H. L. Geisse has been appointed claim agent of the 


San Antonio (Tex.) Traction Company to succeed Mr. 
R. L. Bridgeman, resigned. 
Mr. F. J. Thomure, traffic manager of the Mississippi 


River & Bonne Terre Railway, has been elected vice-presi- 
dent of the St. Francois County Railroad, Farmington, Mo. 

Mr. T, P. Clay, formerly in charge of one of the divisions 
of the Cleveland (Ohio) Railway, has been appointed super- 
intendent of the Gary & Southern Traction Company with 
headquarters at Crown Point, Ind. 

Mr. Roscoe Parsons has been elected president of the 
St. Francois County Railroad, Farmington, Mo., to suc- 
ceed Mr. M. P. Cayce. Mr. Parsons is vice-president of 
the Mississippi River & Bonne Terre Railroad, which has 
taken over the St. Francois County Railroad, 

Mr. Judson H. Boughton will be second vice-president 
and managing director of the St. Francois County Rail- 
road. Mr. Boughton is president of the National Light 
& Power Company, St. Louis, Mo., in whose hands the 
management of the property has been placed. 


Mr. R. M. Harding, superintendent of lighting of the 
Pensacola (Fla.) Electric Company, has been appointed 
general superintendent of the Columbus (Ga.) Electric 
Company, which controls and operates the Columbus Rail- 
road, the Columbus Power Company and the Gas Light 
Company of Columbus, 


Mr, J. E. Hutcheson has been appointed general manager 
oi the Montreal (Que.) Street Railway to succeed Mr. 
Duncan McDonald, resigned. Mr. Hutcheson has been con- 
nected with the Ottawa (Ont.) Street Railway for twenty- 
one years, and is at present superintendent of the company. 
He will succeed Mr. McDonald on Aug. 1, 1912. 

Mr. Merton W. Goodier has been appointed superin- 
tendent of transportation of the Utica & Mohawk Valley 
Railway, Utica, N. Y., to succeed Mr. Elmer E, Strong, 
who as noted elsewhere in this column has been appointed 
superintendent of transportation of the Syracuse (N. Y.) 
Rapid Transit Railway. Mr. Goodier began as conductor 
with the Utica & Mohawk Valley Railway early in 1902. 
He was appointed inspector in 1907. 

Mr. A. J. Purinton, formerly superintendent of the St. 
Joseph Railway, Light, Heat & Power Company, St. Joseph, 
Mo., has been appointed general superintendent of the East 
St. Louis & Suburban Railway, East St. Louis, Ill, to suc- 
ceed Mr. C. F. Hewitt, whose appointment as vice-president 
and general manager of the Des Moines (la.) City Railway 
and the Inter Urban Railway, Des Moines, was noted in the 
Erecrric Rartway JourNAL of May 18, 1012. 

Mr. Elmer E. Strong has been appointed superintendent 
of transportation of the Syracuse (N. Y.) Rapid Transit 
Railway effective on Aug. 1, 1912, to succeed Mr, F, A. 
Scripture, resigned. Mr. Strong has been superintendent 
of transportation of the Utica & Mohawk Valley Railway 
since March 18, 1912. He was graduated from Syracuse 
University in 1908 and immediately entered railroad work 
with the Syracuse Rapid Transit Railway, advancing to the 
position of chief inspector, which he occupied when pro- 
moted to the Utica & Mohawk Valley Railway. 


Mr. Edgar S. Fassett has resigned as general manager of 
the United Traction Company, Albany, N. Y., and the Troy 
& New England Railway, Troy, N. Y., effective on Aug. I, 
1912, Mr. Fassett announced that he resigned because he 
had an excellent opportunity to go into other business. 
Mr. Fassett was born in Albany and has been con- 
nected with the street railways there for twenty4seven 
years. He started as an inspector in 1885 when the system 
was known as the Albany Railway and was operated: by 
lorses. From inspector Mr. Fassett was advanced to as- 
sistant division superintendent, to division superintendent 


er 


Railway, Chicago, Ill. 


110 ELECTRIC RAILWAY JOURNAL 


and in 1893 to superintendent of the company. In 1900 the 
United Traction Company was formed to consolidate the 
Albany Railway, the Watervliet Turnpike & Railroad Com- 
pany and the Troy City Railway, and Mr. Fassett was ap- 
pointed general manager of the company. In 1906 the con- 
trol of the system passed to the Delaware & Hudson Com- 
pany and Mr. Fassett was appointed general manager of 
the company, which includes the United Traction Company, 
Cohoes Railway, Troy & New England Railway, Hudson 
Valley Railway, Northern New York Railway and the War- 
ren County Light, Heat & Power Company. Mr. Fassett 
has been prominent in the affairs of the Street Railway As- 
sociation of the State of New York, now the New York 
Electric Railway Association, and in 1908 was elected pres- 
ident of the association. 

Mr. Duncan McDonald has resigned as general manager 
of the Montreal (Que.) Tramways to devote his attention 
to his personal interests and to the Montreal Tunnel Com- 
pany, of which he is president. This company will tunnel 
the St. Lawrence River from Montreal to St. Lambert 
with the idea of bringing all trains into’ Montreal by that 
route. Mr. McDonald has been connected with the Mon- 
treal Tramways and its predecessors since the early horse 
car days. In 1892 he was appointed superintendent of the 
Montreal Street Railway. In 1899 he accepted a position 
with the General Traction Company, Paris, France, which 
operates 500 miles of electric railway in that city. He 
remained in Paris until 1904, when he was appointed as- 
sistant general manager of the Montreal Street Railway. 
Shortly thereafter he was appointed general manager of 
the company. Besides being president of the Montreal 
Tunnel Company Mr. McDonald is chairman of the board 
of directors of the Prepayment Car Sales Company, New 
York, N. Y., and is a director of the International P. A. 
Y, &, Tram-Car Company, Ltd.,.of London; Eng, and 
Paris, France. He promoted Dominion Park and is vice- 
president of the company which operates the park. He 
was president of the Montreal Automobile Club for several 
years and is an honorary member of the Automobile Club 
of America. 


OBITUARY 


Charles Odell, who was president of tue Naumkeag Street 
Railway, Salem, Mass., before that property was taken 
oven by the Lynn & Boston Railroad in 1892, is dead. Mr. 
Odell also was at one time president of the Newburyport 
& Amesbury Horse Railway. He was born in Salem on 
Oct. 26, 1838. 


James Breckenridge Speed, formerly president of the 
Louisville (Ky.) Railway, died at Rockland Breakwater, 
Me., on July 7, 1912. Mr. Speed was born in Boonville, 
Mo., in 1844. During his early business career he was con- 
nected with hydraulic developrnent and the Portland cement 
industry in Southern Indiana. He became interested in 
street railway enterprises in the ’80’s, however, and in 1890 
helped to consolidate the Louisville City Railway and the 
Central Passenger Railway as the Louisville Railway, of 
which he became president. He held this office until 1900, 
when he resigned on account of the pressure of other busi- 
ness and was succeeded by Mr. T. J. Minary, the present 
head of the company. Mr. Speed was chairman of the exec- 
utive committee at the time of his death. 

S. S. Neff died at Atlantic City, N. J., on July 13, 1012 
after a long illness. Mr. Neff was graduated frGie Bena: 
selaer Polytechnic Institute and after his graduation he was 
confiected with the Pennsylvania Railroad for 


as superviser of maintenance of way and ass 
engineer. 


nine years 
I istant civil 
Later he held positions successively with the 
Cornwall Railroad, the Great Northern Railroad the Van- 
dalia Railroad and the Lake Superior & Ishpeming Railroad 
Subsequently he became connected with the Union Elevated 
, from which com i i 
1900 to enter the employ of the Bue Mi 
Railway as consulting engineer. In February, 1901, Mr 
Neff was appointed superintendent of the elevated lines of 
the Boston Elevated Railway. He was also connected f 

a time with the Mexico City Tramways. More recent! ml 
had been general superintendent of the Atlantic City : 
Shore Railroad, Atlanti- City, N. J., and BEI By Hy 
Interstate Engineering & Suppiy Company, Philadelphia : 


[Vot. XL, No. 3. 


Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. : : 

An asterisk (*) indicates a project not previously re- 
ported. 


RECENT INCORPORATIONS 


+*Knox Creek Railroad, Pikesville, Ky.—Incorporated in 
Kentucky to build an interurban railway from the Ken- 
tucky and Virginia line near the mouth of Knox Creek 
Valley, a distance of 9 miles. Capital, $50,000. W. M. 
Ritter, J. Hammill, C. B. Weakley, J. J. Divine, Hee 
Moore, O. Burlingame and J. W. Mayhew, all of Colum- 
bus, Ohio. 

*Minneapolis & Northern Railway, Portland, Maine.— 
Incorporated in Maine to build electric railways. Capital 
stock, $500,000. Eben Winthrop Freeman, Portland, Me., 
president and treasurer. 

Vicksburg Light & Traction Company, Vicksburg, Miss. 
—Incorporated in Mississippi to succeed the Vicksburg 
Traction Company and the Vicksburg Lighting Company. 
Capital stock, $1,000,000. For further information see 
Execrric Rartway Journat of July 13, 1912, page 69. 

*Piedmont & Eastern Railroad, Burlington, N. C— 
Chartered in North Carolina to build an electric railway 
from Winston-Salem to Durham, via Greensboro, Burling- 
ton and Graham, a distance of 100 miles. Capital stock, au- 
thorized, $100,000. Incorporators: J. W. Murray, J. M. 
Cook, J. Harden, A. L. Davis, Charles A. Scott, Burlington, 
and J. R. Paschall, James Millen, Warren Moore and C. 
Boise, Richmond, Va. 


*Zanesville, Fairview & Wheeling Interurban & Power 
Company, Fairview, Ohio.—Chartered in Ohio. Capital 
stock, authorized, $300,000. Incorporators: W. H. Young, 
S. M. Johnson, Oliver Kief, J. M. Hwick and J. Paffen- 
bach. 


*Morristown (Tenn.) Interurban Railway.—Chartered in 
Tennessee to build electric railways from Morristown to 
Rogersville and Kingsport, a distance of 50 miles; also 
from Morristown to Tate Spring, Tazewell and Cumber- 
land Gap, 35 miles; Morristown to Warrensburg, 15 miles; 
Morristown to Newport, 20 miles; Morristown to Jefferson 
City, 15 miles, and Morristown to Sevierville via Dan- 
dridge, Tenn., 30 miles. Power will be furnished by the 
Morristown Power & Development Company, which has also 
just been chartered. Incorporators: J. F. Goodson, E. R. 
Taylor, R. M. Rogers, J. N. Fisher and W. B. Whitaker, 
of Morristown. 


FRANCHISES 


Birmingham, Ala—The Birmingham Railway, Light & 
Power Company has received permission from the City 
Commission to double track its South Highlands line from 
ieee Avenue to Fifteenth Avenue, south in Birming- 
lam. 

Los Angeles, Cal.—The Pacific Electric Railway has 
asked the City Council for a franchise in San Pedro Street 
between Ninth Street and Aliso. The company plans to 
move its line from Main Street to San Pedro. The com- 
pany also asks for a franchise in Los Angeles Street be- 


tween Ninth Street and First Street. The company has re- 


ceived a franchise from the Council in Pasadena to build 
on Lincoln Avenue. This 1%-mile extension will be 
double tracked and will extend from Fair Oaks Avenue in a 
westerly direction on Lincoln Avenue. ; 


San Luis Obispo, Cal—Walter G. Lincoln, San Luis 


Obispo, has received a fifty-year franchise from the County 


Supervisors to build an electric railway over certain 
a 
2a 


roads in San Luis Obispo county. [E. R. J., Dec. 9, ’11.] _ 


Alton, Ill—The Alton, Jacksonville & Peoria Railway, 
Jerseyville, has received a franchise from the City Cou 


in Alton. ime AiG 


Centerville, Ia—The Southern Iowa Traction Co 
has received a franchise from the City Council to e 
its tracks to the Public Square in Centerville. ‘a 


Juty 20, 1912.] 


the Council in Hutchinson. This company plans to build 
a line between Hutchinson and Hudson via Huntsville. 
F, P. Roehr, general manager. [E. R. J., June 1, ’12.] 


Louisville, Ky.—The Louisville Board of Trade has ap- 
pointed a special committee to request the Louisville Rail- 
way to extend its Second Street line north on that thor- 
oughfare from Jefferson to Main, a distance of two blocks, 
Second Street cars now proceed down Jefferson Street to 
Fourth Street and north on Fourth Street to Main Street. 


Louisville, Ky.—The Louisville & Interurban Railway 
has received a franchise from the City Council to extend 
its line from its present terminus at the western limits of 
Shelbyville to the courthouse, a distance of 1 mile. 


Boston, Mass.—The Bay State Street Railway has asked 
the City Council for a franchise to extend its tracks on 
Manns Court and on Main Street and Fowl Street in 
Boston, 

Saginaw, Mich.—The Saginaw-Bay City Railway has de- 
cided to accept the franchise offered to it in Bay City. 
Under this franchise the company will receive an extension 
of nineteen years on the present line and thirty years on 
several miles of track to be built. Universal transfers on the 
city lines and to and from the interurban lines, with more 
time for the use of workingmen’s tickets, are some of the 
concessions made by the company. 


Albert Lea, Minn.—The Sioux Falls & Southern Minne- 
sota Traction Company, Pierre, S. D., has received a fran- 
chise from the City Council in Albert Lea. [E. R. J., July 
Ga.12"| 

New York, N. Y.—Justice Page of the Supreme Court 
has upheld the order of the Public Service Commission of 
the First District to compel the New York Railways to 
extend their tracks on One Hundred and Sixteenth Street 
irom the present terminus at Pleasant Avenue and East 
One Hundred and Sixteenth Street to the East River, New 
York. 


Yorkville, N. Y.—The Utica & Mohawk Valley Railway, 
Utica, has applied to the Public Service Commission, Sec- 
ond District, for authority to exercise a franchise for the 
construction of a second track of its electric railway on 
Whitesboro Street in Yorkville and for permission to as- 
sign this franchise to the Utica, Clinton & Binghamton 
Railroad and have it included in the lease by the latter 
railway to the Utica Belt Line Street Railroad, a predeces- 
sor of the Utica & Mohawk Valley Railway. 


Bentleyville, Pa.—The Bentleyville Street Railway, Char- 
leroi, has received a franchise from the City Council in 
Bentleyville. D. M. McBride is interested. [E. R. J., Apr. 
re On beh | 

*Ellwood City, Pa.—S. B. L. Jackson, Youngstown, rep- 
resenting the Giant Electric Company, has offered the bor- 
ough of Ellwood City $15,000 in cash for a franchise in 
Ellwood City. 


Reading, Pa.—The Mayor’s veto of the bill’ granting the 
Reading City Passenger Railway permission to construct 
a loop at the foot of Penn Street, has been sustained by the 
Common Council. [E. R. J., July 6, ’12.] 


Seattle, Wash—F, A. McDonald, receiver of the Seattle, 
Snohomish & Everett Railway, has reported to the Supe- 
rior Court the sale of the franchise of the railway over 
county highways to David Swank, a contractor who con- 
structed a portion of the roadbed of the company. 


TRACK AND ROADWAY 


International Railway & Development Company, Van- 
couver, B. C,—This company has been organized with a 
capitalization of $5,000,000 to build electric railways through 
lower British Columbia. The company will dam the Fraser 
River to produce power. D. M. McDull, engineer. [E. R. 
leaiari to, 12, | 

Pacific Electric Railway, Los Angeles, Cal.—Plans are 
being considered by this company to build a cross-town 
line in Los Angeles to connect the Huntington Drive line 
on the north limits of the city with the Covina line in the 
southern portion, or Ramona Park, by the construction of 2 
miles of new tracks on Garfield Avenue through the business 


. center of Los Angeles. 


a 
<a 
Ps « 
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Peninsular Railway, San Jose, Cal.—This company has 
arranged to extend its Waverly line in Palo Alto through 
South Palo Aito to a point opposite Mayfield depot. ° 

United Railroads, San Francisco, Cal— Work will be be- 
gun soon by this company to rebuild its Bryant Street line 
in San Francisco. 


Tampa (Fla.) Electric Company.—The reconstruction of 
22 miles of track has been begun by this company. The 
material has all been contracted for. 

Macon Railway & Light Company, Macon, Ga—This 
company is making repairs and double tracking its lines 
throughout Macon. Upon the completion of this work the 
Vineville cars will be operated on a double track from 
Fourth Street, South Macon, to Pierce Avenue, Vineville, a 
distance of 4 miies. 

Alton, Jacksonville & Peoria Railway, Alton, Ill.—Frank 
L. Butler as receiver of this company has been authorized 
to issue not more than $150,000 of receiver’s certificates to 
provide funds to complete the line. About 15 miles of the 
22 miles of track have been laid and about half of the over- 
head construction work has been completed. It is proposed 
to secure power from the Alton Gas & Electric Company. 

Indianapolis & Cincinnati Traction Company, Indianap- 
olis, Ind.—Work has been begun by this company on the 
new viaduct across the Big Four Railroad south of Indian- 
apolis. The structure will be % of a mile long and will cost 
$150,000. 

Chicago, South Bend & Northern Indiana Railway, South 
Bend, Ind.—Work has been begun by this company on an 
extension of its lines in South Bend. This new line will 
connect with the Notre Dame line and will be 7%4 miles 
long. 

Wichita Railroad & Light Company, Wichita, Kan.—An 
extension of this company’s line west on Maple Street from 
the South Main Street line, across the river and south on 
Campbell Avenue in Wichita, is being considered. 

Shelbyville & Frankfort Realty Company, Frankfort, Ky. 
—This company, which advocates an electric railway be- 
tween the Shelbyville and Frankfort, has secured a right- 
of-way from the Shelby County fiscal court for a line 
through that county, and a similar grant is being sought 
from Franklin County, in which Frankfort is located. A 
committee has been appointed to confer with officers of the 
Louisville & Interurban Railroad about building the line. 
E. H. Laylor) Jr., president. [E. R. J, July 6, 712] 

Lewiston, Augusta & Waterville Railway, Lewiston, Me. 
—lIt is stated that this company will spend about $2,600 in 
the near future improving the condition of its tracks. 

Winnipeg (Man.) Electric Railway.—A double track wiil 
be built on Broadway from Osborne to Sherbrooke and on 
Academy Road from Godfrey to Ash, at Winnipeg, by this 
company in the near future. 

St. Francois County Railroad, Farmington, Mo.—On July 
2 the property of this company was purchased by the Mis- 
sissippi River & Bonne Terre Railway. The management 
of the property has been placed in the hands of the Na- 
tional Light & Power Company, St. Louis, Mo., which 
owns and operates other gas, electric, railway and water 
properties. The National Light & Power Company as su- 
pervising engineer will improve and extend the St. Francois 
County Railroad and electrify the Crawley spur of the 
Mississippi River & Bonne Terre Railway from which an 
entrance to the traffic center of Flat River will be gained 
by the St. Francois County Railroad, thereby making a 
direct connection with the Mississippi River & Bonne Terre 
Railway. 

*Lebanon, Mo.—Plans are being considered for the- con- 
struction of an interurban line from Lebanon to Nevada, 
Mo., via Buffalo, Bolivar, Fair Play, Stockton and Jerico 
Springs. Thompson Brothers, Kansas City, are the pro- 
moters. 

Anaconda Copper Mining Company, Electric Light & 
Railway Department, Anaconda, Mont.—This company is 
rebuilding about % mile of track and replacing about 2,000 
ties on its lines in Anaconda. 

Nebraska Transportation Company, Omaha, Neb.—This 
company plans to begin at once the construction of its 
line between Sioux City and Omaha. The lines to be built 
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are Sioux City to Niobrara, with an extension from O’Neill 
to Center; a line between Sioux City and Omaha, with 
double track to Omaha from Fremont; a line to Norfolk; 
a line to Madison from Howels, connecting with the Sioux 
City line at Tekamah, and a stub line to Decatur. C. W. 
Baker, Omaha, president. [E. R. J., Dec. 1, Te 


Utica & Mohawk Valley Railway, Utica, N. Y.—Plans 
are being considered by this company to double track its 
Main Street line in Ilion. 

Alliance-Akron Railway, Alliance, Ohio.— Work has been 
commenced on the construction of this line at the Alliance 
end of the Stark Electric Railway. It is believed that the 
line will now be pushed to ¢ompletion. It will connect 
Akron and Alliance and will pass through Marlboro, New 
Baltimore and the celery fields in that section. 


Toledo Railways & Light Company, Toledo, Ohio.—This 
company has planned improvements for Toledo Beach that 
will make it an important summer resort for persons who 
live in southern Michigan and northwestern Ohio. An ex- 
tension will be built of the Toledo, Ottawa Beach & North- 
ern Railway to Monroe, Mich., where it will make direct 
connection with the electric lines that reach Detroit and 
vicinity. 

Ottawa (Ont.) Electric Railway.—During the summer 
this company plans to extend its lines 6 miles in Ottawa. 
A new cross-town route on Queen Street is contemplated. 


Ottawa, Rideau Valley & Brockville Railway, Ottawa, 
Ont.—English capitalists have signed a contract to build 
and equip this railway, which, when completed, will cansist 
of three divisions: Ottawa division, Ottawa to Smith’s 
Falls, 47 miles; Lanark division, Smith’s Falls to Lanark, 
22 miles; Kingston division, Smith’s Falls to Kingston, 60 
miles. U. L. Upson, general manager. [E. R. J., Nov. Io, 
*10.] 

Ottawa & St. Lawrence Electric Railway, Ottawa, Ont.— 
Construction will be begun at once by this company on its 
274-mile gas-electric railway between Ottawa and Morris- 
pure [Bok os, puner15,> 12.) 

Altoona & Logan Valley Electric Railway, Altoona, Pa.— 
Construction will soon be begun by this company on an 
extension in the form of a loop from the ‘head of Broad 
Avenue. 


_ Duquesne & Dravosburg Street Railway, Duquesne, Pa.— 
This company plans to enter Pittsburgh, via Southside. It 
is completing the construction of its new line in Drayos- 
burg. 

West Penn Railways, Pittsburgh, Pa—Surveys are being 
made by this company for its 24-mile extension from Mer- 
rittstown to Waynesburg and other points in Greene 
county. 

Titusville (Pa.) Electric Traction Company.—Work has 
been begun by this company on its 24-mile extension from 
Titusville to Cambridge Springs. 

Greenville (S. C.) Traction Company.—Rails are being 
laid by this company on its 2-mile extension to Wester- 
velt and Duncan Mills. 


Northern Texas Traction Company, Dallas, Tex.—This 
company has graded its line between Fort Worth and Cle- 
burne and only 4 miles of rails remain to be laid. 


_ Texas Traction Company, Dallas, Tex.—It is reported 
that this company and the Strickland interests are consid- 
ering plans to build an interurban line out of Denison to 
Oklahoma and ultimately into Oklahoma City. Surveys 
along this route are soon to be made by the Southern Engi- 
neering Company. z 

Riviera, .Tex.—The Kingsville Commercial Club reports 
construction in progress on a line from Riviera to the 
beach, a distance of 15 miles. One-half of the right-of-wa. 
has been graded and 2 miles of track have been laid. ‘Tn. 
tracks of the St. Louis, Brownsville & Mexico will be Need 
from Kingsville to Riviera and the new lin: 
to the beach. [E. R. J., Apr. 20, ’12.] © 


St. Albans & Swanton Traction Company, © 
—This company is rebonding its track with s. 


Charleston (W. Va.) Traction Company.—Conitacts hav: 
heen let by this company for grading 9 miles of now (rset 


from that city 


Sibans, Vt. 
nds, 
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and for the construction of three new bridges with con- 
crete piers and steel girders. ; 

Manitowoc & Northern Traction Company, Manitowoc, 
Wis.—Surveys have been completed by this company on its 
line which will leave Manitowoc by way of The Rapids, 
pass near Silver Lake, and reach the city limits of Sheboy- 
gan probably at North Fifteenth Street so as to connect 
with the local car line. 


SHOPS AND BUILDINGS. 


Louisville (Ky.) Railway.—The carhouse at Twenty-ninth 
Street and Broadway, which has been completed by this 
company will result in two carhouses now in use being 
abandoned. They are located at Eighteenth Street and 
Broadway and Twenty-eighth Street and Walnut. The 
equipment at the latter carhouse has been removed to the 
new structure, and the transfer from Eighteenth and 
Broadway will follow shortly. As heretofore announced, 
repair shops will be built at Twenty-ninth Street and Broad- 
way, so that a iarge part of the facilities of the company 
will be concentrated at that point. 


Bangor Railway & Electric Company, Bangor, Maine.— 
This company plans to build an addition to its carhouse in 
Bangor. Contracts will probably be let during the next few 
weeks. 


Dayton, Springfield & Xenia Southern Railway, Dayton, 
Ohio.—Plans ‘are being made by this company to build a 
new carhouse on St. Nicholas Avenue and Wyoming Street, 
Youngstown. The structure will be 280 ft. x 120 ft. and of 
brick and steel construction. It will contain the suite for 
offices, repair shops and storage for cars. The cost will be 
$75,000. 


POWER HOUSES AND SUBSTATIONS 


Augusta-Aiken Railway & Electric Company, Augusta, 
Ga.—It is reported that this company plans to build a hy- 
droelectric plant on Stevens Creek to develop 30,000-hp. 
j. G. White & Company, Inc., New York, N. Y., are the 
engineers in charge. 

Metropolitan Street Railway, Kansas City, Mo.—This 
company is now installing a new turbo-generator in its 
main power plant at Second Street and Grand Avenue, 
Kansas City. 

Nebraska Transportation Company, Omaha, Neb.—Thi 
company will take over the water power rights of E. L. 
Kirk, Omaha, Neb., and associates on the Niobrara River 
on an option secured some time ago, and will develop 
more than 20,000-hp. sia 

Sarnia (Ont.) Street Railway.—This company has se- 
cured a generator and steam engine to supply power for 
its cars, most of which have been idle since the burning of 
its power plant recently. 

Oregon Electric Railway, Portland, Ore—This company 
has awarded a contract to build two new substations, one 
near Harrisburg and the other near Eugene, to T. H. Ellis, 
Eugene. pay 

; Rochester Railway & Light Company, Rochester, N. Y.— 
This company is building an intake tunnel at station No. 3 
in Rochester to provide condensing water for the new 
10,000-hp. turbine which is being installed. ag Z 

Philadelphia (Pa.) Rapid Transit Company.—This com- — 
pany has taken out a permit (presumably for a new substa- — 
tion) to erect a one-story brick structure 46 ft. x 97 ft. at : 
the northwest corner of Fifteenth Street and Tucker Street, 
Philadelphia. The cost is estimated to be about $30,000. ‘5 

West Penn Traction Company, Pittsburgh, Pa—T 
company will install a 600-kw turbo-generator 1n its pov 
plant at Fayette. The company is building an addition 
this power plant. ‘ora. ae 

Porto Rico Railways, Ltd., San Juan, P. R.—This co 
pany has purchased one 1250-kva turbo-generator from 
‘Vosneghouse Electric & Manufacturing Company. 

-*. Albans & Swanton Traction Company, St. Alb 
~-During the next few weeks this company expec 
chase a 250-kw geteratorsass nnn ye 

Charleston (W. Va.) Traction C 5 
expects to purchase one rotary an 
‘or its power station in Charles 


a 
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Manufactures and Supplies 


ROLLING STOCK 


Boston & Worcester Street Railway, Boston, Mass., lost 
two cars by fire on July gy. 

Nevada Interurban Railway, Reno, Nev., is in the market 
for one or two second-hand cars. 

Homestead & Miflin Street Railway, Homestead, Pa., 
expects to purchase a winter car complete. 

Porto Rico Railways Company, Ltd., San Juan, Porto 
Rico, is in the market for fifteen open passenger cars. 

Mason City & Clear Lake Railroad, Mason City, Ia., ex- 
pects to purchase within the next month a 50-ft. baggage 
car. 

Grand Junction & Grand River Valley Railway, Grand 
Junction, Col., has ordered one pair of 50-E-2 trucks from 
the American Car Company. 

Ohio River Electric Railway & Power Company, Pom- 
eroy, Ohio, has ordered one 30-ft. electric locomotive from 
the American Car Company. 

United Railways, St.. Louis, Mo., has built a center- 
entrance prepayment car in its Own shops for experimental 
operation with a view to the possible adoption of this type 
of car for use in St. Louis. 

New York (N. Y.) Railways on July 18, 1912, placed an 
order with the St. Louis Car Company through Wendell & 
MacDuffie Company, the New York agents of the car build- 
ers, for 150 stepless center-entrance cars and 300 trucks. 

St. Albans & Swanton Traction Company, St. Albans, Vt., 
has not yet contracted for the single truck snow plow, 
12-bench open cars and new motors for which it was re- 
ported to be in the market in the ELecrric RaiLway Jour- 
NAL of June 8, 1912. 

Brooklyn (N. Y.) Rapid Transit System has issued 
separate specifications for various parts of 100 steel center- 
entrance cars. Bids on the electrical and the braking 
equipments have already been received, while those sub- 
mitted on the car framing and on the trucks will be opened 
on July 20. 

Washington Railway & Electric Company, Washington, 
D. C., has specified the following details for the thirty 41- 
ft. semi-convertible, center-entrance, prepayment cars, 
which it has ordered from The J. G. Brill Company: 
Heating Capacity e.:. 2.6 BOmil and) -Drakes.aacrs Peacock 
Length over vestibules.41 ft. Heaters 
Width over sills....8 ft. 2 in. Headlights 


serene Neal Kirby 


lBhetams = ag Seah te Aee RS Wood SIM OLOIS) sae. <- inside hung 
fntetior trim.:..%. 3... Dronze™ Paint \... 0: Chicago Varnish 
FPeadliniim Oise. agasote Registers..International R-5 
FvOOT ns ot plain arch—Brill Sanders....O. B. Universal 
Underframe ...... composite Sash" *fixtures........... Brill 
Bumpers, SS (ETUC ARE arn erin aes “ie at Ba Brill 
Brill with Hedley anti- Seating material.woven cane 
MIIDEL Se SPLIN GS. cc vies wi nein lle, sie 0's Brill 

ecstamt fixtinessa.. no, Co: otep treads «-...5..... mason 
_Curtain material...pantasote Trolley base ....U.S. No. 11 
_ Destination signs Mrucks; ty penises. Baldwin 
Mae Seis GO. Varnish? \isies. ast 62 Chicago 

Bolster centers......... Dorite VENpHALOLS: isles «0.50 <r Cooke 


The five 46-ft. cars of this type which the company has 
ordered from The J. G. Brill Company will differ only 
slightly in equipment from the 41-ft. cars. 


TRADE NOTES 


Templeton, Kenly & Company, Ltd., Chicago, Ill., for- 
merly at 1335 Sloan Street, Chicago, have removed their 
‘offices and shops to their new plant at 1016 to 1024 South 
Central Avenue, the increase in the demand for Simplex 
car and track jacks having made a new and larger plant 
necessary. The office address of the company is 1020 South 
_ Central Avenue. 

_ Ruby Chemical Company, Johnstown, Ohio, owing to the 
increase in its business, has been compelled to seek new 


* 


ce _. quarters to better its business and shipping facilities, and 


its headquarters are now located at 157 West State Street, 
iat 8 d 
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Columbus, Ohio. The company manufactures Ruby Fluid 
and Red Letter soldering flux. The company’s main labora- 
tery was at Johnstown, Ohio. 


Trussed Concrete Steel Company, Detroit, Mich., has 
developed a new design of reinforced concrete floor, ceiling 
and roof construction by the use of “Flordomes,” which are 
corrugated steel domes open on the underside, and used in 
connection with concrete and reinforcing joists. This con- 
struction is said to afford a much lighter, stronger and 
cheaper construction than terra cotta tile for similar pur- 
poses. 


General Electric Company, Schenectady, N. Y., it is 
reported, for the six months to June 30, 1912, booked busi- 
ness, not including subsidiaries, at the rate of $78,000,000 
per annum. The company is said now to be employing the 
largest number of operatives in its history The total is 
about 42,000, which is more than double the number em- 
ployed at the low point of 1908. It contrasts with 30,000 
on Dec. 31, 1909. By the end of 1912 the company will 
have 10,000,000 sq. ft. of floor space. This is more than 
double the 4,350,000 sq. ft. of space used by the company 
for manufacturing at the end of 1906, 


Electric Service Supplies Company, Philadelphia, Pa., an- 
nounces large sales of its Garton-Daniels lightning arresters. 
The Chattanooga Railway & Light Company, Chattanooga, 
Tenn., has ordered more than $1,100 worth of the arresters 
since March 15, 1912. Other large sales have been made 
to the Parkersburg, Marietta & Interurban Railway, New- 
port News & Old Point Railway & Electric Company, 
Virginia Railway & Power Company, Roanoke Railway & 
Electric Company, Charleston Consolidated Railway & 
Lighting Company, Philadelphia Rapid Transit Company, 
New York & Queens County Railway, Hattiesburg Traction 
Company, Georgia Railway & Electric Company, Macon 
Railway & Light Company and to many large light and 
power corporations. 

McKeen Motor Car Company, Omaha, Neb., received 
on July 11, 1912, a cabiegram order from the Australian 
Government for five additional narrow gage motor cars 
to be delivered at Brisbane, Australia, by Jan. 1, 1913. This 
is the second order for internal combustion engine equip- 
ment received by the company from Australia. The cars - 
for Australia are similar to those built for the American 
continent except that the rear end and the front end are 
equipped with English standard style of spring buffers. 
These cars are for 3 ft. 6 in. track and are 59 ft: in length. 
The body of the car will be the McKeen standard wedge- 
shaped, round roof construction with round dust proof win- 
dows. The 200-hp engines will be equipped with the Mc- 
Keen carburetor. 


Western Electric Company, New York, N. Y., reports 
that it has sold to the Wabash Railroad apparatus to equip 
two of its divisions with telephones for train dispatching. 
One division to be equipped extends over a distance of 
approximately 115 miles from Decatur, Ill. to St. Louis, 
Mo., the dispatcher being located at Decatur. On this line 
there will be thirty way stations equipped with No. 102-B 
selector sets, containing the standard Western Electric 
No. 50 type selector. Three’ other sets will be held in 
reserve. The other division will cover a distance of about 
75 miles, from Decatur to Danville, Ill, with the dispatcher 
also at Decatur. Seventeen way stations will have No. 
102-B selector sets, with three others held as spares. The 
telephone sets will be of the long swinging arm type with 
head receiver—the No. 1020—and a key board for the total 
of fifty-three stations will be located at the dispatcher’s 
office. 

Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has received the following orders for railway 
equipment: Connecticut Company, four sets of type HL 
control equipments for use with quardruple 93-A motors; 
Geary Street Municipal Railway, San Francisco, Cal., forty- 
three quadruple equipments of No. 306 CA motors and HL 
control; Morris County Traction Company, Melbourne, N. 
J., for two No. tor B-2 motors; Union TractioniCompany, 
Coffeyville, Kan., three quadruple equipment of No. 306 
motors and HL control and one quadruple equipment of 
No. 306 motor and K-35-G control; St. Joseph Valley Trac- 
tion Company, LeGrange, Ind., one quadruple equipment 
of No. 306 motors and HL control; Philadelphia (Pa.) 
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Rapid Transit Company, 300 double equipment of No. 306- 
CA motors with K-36-G control; Omaha & Council Bluffs 
Street Railway, Omaha, Neb., five quadruple equipments 
ot No. 323-A motors and K-35-G control, and Camaguey 
(Cuba) Electric Company, two single equipments of No. 
g2-A motors with R-19-A control. 

Uehling Instrument Company, Passaic, N. J., has re- 
cently introduced several improvements in its COz machines 
and waste meters. Investigations were made in the labora- 
tory of the Uehling Instrument Company, covering tests 
on different types of dry absorbent cartons with special 
reference to their adaptability for simple renewal and effec- 
tiveness under different operation conditions, and as a 
result of this experimental work dry absorbers have been 
installed on practically every CO: machine in service and 
have been furnished with all new equipments. The new 
M recorder is simply a light pressure or vacuum recorder 
for vacuums or pressures or both from o to 60 in. of water 
column. When this is supplied for recording CO:, the chart 
is calibrated from o to 20 per cent CO., and when supplied 
for recording temperature it is calibrated up to 1000 deg. 
or for other ranges as desired. This recorder supersedes 
a somewhat larger gage used in the past but operated on 
the U tube principle. In connection with Uehling waste 
meters, the CO. and temperature may be recorded on 
separate type M instruments properly calibrated, or a new 
instrument just developed may be used and the tempera- 
ture and CO, recorded on the same chart. 

ADVERTISING LITERATURE 

Corliss Carbon Company, Bradford, Pa. has issued a 
twelve-page catalog in which its railway motor brushes are 
described and illustrated. 

Standard Paint Company, New York, N. Y., is mailing 
a folder which contains directions for applying Imp cement 
floor finishes and shows the standard shades of this paint. 

R. D. Nuttall Company, Pittsburgh, Pa., has issued a cir- 
cular descriptive of its New Line trolley wheels and a price 
list which gives old and new prices for its New trolley 
poles. 

C. W. Hunt Company, West New Brighton, N. Y., has 
issued catalog No. 12-1. The Hunt industrial railway is 


~ described and illustrated as an entity. The separate parts 


are also described and illustrated. 
tains eighty pages. 


Allgemeine Elektricitats-Geseilschaft, Berlin, Germany, 
has issued two new publications, one on horizontal high- 
speed three-phase motors, which are especially adapted for 
pump work and another on the commercial regulation of 
three-phase motors for various purposes. 


Barrett Manufacturing Company, New York, N. Y., has 
issued a booklet which calls attention to the fact that the 
entire roof area of the Bush Terminal in Brooklyn, more 
than seventy acres, is covered with Barrett specification 
type of roofs. A bird’s-eye view of the terminal is shown. 

Watson-Stillman Company, New York, N. Y., has issued 
catalog No. 85 illustrating three types of hydro-pneumatic 
wheel presses and listing and describing over seventy 
presses varying in type and size from 60 tons to 600 tons 
capacity. The hydro-pneumatic feature in wheel presses is 
exclusive with this company. 

American Vanadium Company, Pittsburgh, Pa., included 
in Vanadium Facts for June, a special issue on account of 
the M. C. B. and M. M. conventions in Atlantic City, a 
very interesting account of the record made in service by 
chrome yanadium steel wheels on the Vandalia Railroad. 
these were Schoen wheels, made and heat treated by the 
Carnegie Steel Company, and have been in continuous 
service since May 6, 1909. 

McKeen Motor Car Company, Omaha, Neb., has re- 
printed in pamphlet form the address of W. R. McKeen, 
Jr., president and general manager of the company, made 
before the Chicago Association of Commerce committee of 
investigation on smoke abatement and electrification of rail- 
way terminals, in the office of the chief engineer in Chicago 
on May 31, 1912. The publication also contains the answers 
by Mr. McKeen to questions put to him at the conclusion 
of the address. a 

Fisk & Robinson, New York, N..Y., hav: 
on the new § per. cent six-year notes 


The publication con- 


- AY S 

issued a circular 
i 
Brooklyn 


q 
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(N. Y.) Rapid Transit Company. The circular contains a 
map 6% in. wide by 15 in. high, which shows the new sub- 
way and elevated lines to be built by both the Brooklyn 
Rapid Transit Company and the Interborough Rapid 
Transit Company under their contracts with the city. he 
notes of the Brooklyn Rapid Transit Company yield 5.40 
per cent at the present market. 

J. G. White & Company, Inc., New York, N. Y., have 
issued a handsome sixteen-page publication in which the 
hydroelectric development on the Ocoee River at Parkville, 
Tenn., being built by White & Company for the Eastern 
Tennessee Power Company is described and illustrated. 
There is a map of the territory which will be served by the 
transmission system. A feature of the publication is a 
double-page half-tone illustration approximately 17 in. 
wide by 10 in. high showing the dam and power house 
partially completed after less than six months’ work, The 
Eastern Tennessee Power Company was originally financed 
by Drexel & Company and E. W. Clark & Company, Phil- 
adelphia, and Hodenpyl, Hardy & Company and J. G. 
White & Company, Inc., New York. The operation of the 
property is under the direct management of E. W. Clark & 
Company and Hodenpyl, Hardy & Company. 


Electric Service Supplies Company, Philadelphia, Pa., 
has published a supplement to Volume 3 of its catalog 
No. 4, pertaining to mine and industrial supplies. The 
supplement contains seventy-six pages, each of which shows 
some separate device. The page devoted to each device is 
given up entirely to the description and explanation of its 
construction and operation. The supplement is devoted 
chiefly to such specialties as the automotoneer, Garton- 
Daniels lightning arresters, Keystone steel gear cases, sec- 
tion insulators and improved mine telephones. Besides 
these specialties there are also listed numerous supplies and 
equipment for mine and industrial work, such as trolley 
wire suspensions, expansion bolts, trolley wire ears, splicing 
sieeves, strain insulators, frogs, ground fittings for lightning 
arresters, all sorts of electrical bells and headlights, trolley 
wheels and commutators, lamp guards, signs and rail drill- 
ing machines. . 


Canton Culvert Company, Canton, Ohio, has issued a 
folder in which its Duro perforated corrugated metal rail- 
way drains are described briefly and illustrated. The com- 
pany says of one of its installations: ‘A Duro drain in- 
stalled adjoining the Pennsylvania Railway Company’s 
main line tracks under a heavily traveled paved street in 
Pittsburgh, Pa., and recently examined by a track super- 
visor and one of our representatives, was found when un- 
earthed and wiped with waste to be in perfect condition 
after over three years’ service. Before installation the 
tracks were continually sagging from imperfect drainage. 
It hasn’t been necessary to ‘pump the track up’ once since 
Duro perforated corrugated railway drains were installed; 
and, although in contact with cinders and acid water from 
washing cars with a hose nearby, and from dripping en- 
gines side-tracked there, the drain pipe, which was made 


of anti-corrosive No-Co-Ro metal, is to-day without a 
blemish.” 


General Electric Company, Schenectady, N. Y., issued re- 
cently Bulletins Nos. 4953, 4950, 4960, 4962, 4963 and 4966, 
Bulletin 4953, entitled “Large Shell Type Transformers,” 
endeavors to place before those interested some of the 
more important points regarding the relative merits of its 
different types of transformers. Bulletin No. 4959 deals 
with the electrical operation of railroad shops. - Bulletin ; 
No. 4960 illustrates and describes direct current lightning 
arresters for use in connection with electric railways. The 
arresters described are of two types: the magnetic blowout, 
and the aluminum arrester. The type to be used depends 
upon the conditions to be met, and this point is discussed 
in the bulletin, Bulletin 4962, is devoted to the use of elec- . 
tric power in the lumber and woodworking industries, 
Bulletin No. 4963 described a complete line of small motors 
ranging in size from 1/50 to %4 hp inclusive, wound for 
cither direct or alternating current. Bulletin No. 4966, is 
devoted to hydroelectric power developments, Following 
a brief description, various important developments of this 
nature are given—some of them in, considerable detail, 
aud the bulletin contains numerous illustrations of 
station and line construction, 9° 
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The Stepless Car 


: HE photograph shows the Stepless Car at Herald Square on the Broadway Line, 
| New York City. The view was made at the ebb tide of traffic of the day, 

about 1.30; the railway and street traffic is heavy all the rest of the day and 

evening and is at flood tide from 5 to 6.30, when it assumes proportions not approached 
at any other street crossing in the world. The car has not only kept its place in the 
running schedule of this busy line, but has carried daily three times as many passen- 
gers as the other types of cars. With the car floor only 10 inches above the pavement, 
passengers walk right in or out without effort or hesitation. The doors are opened and 
closed by pressing a button and cannot be opened till the car stops, nor can the car start 
till the doors are completely closed. It is perfectly adapted in every feature of its de- 
sign and equipment to a small city system and ordinary traffic conditions, as well as to a 
situation like that in New York. We are the builders of Stepless Cars under the Hed- 


* ley-Doyle designs and patents which are controlled by the Prepayment Car Sales Com- 
J pany. 
THE J. G. BRILL COMPANY G. C. KUHLMAN COMPANY 
_ Philadelphia, Pa. Cleveland, Ohio 


WASON MANUFACTURING COMPANY 
Springfield, Mass. 


COMPAGNIE J. G. BRILL 
Paris, France 


El 
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Principal Office: Schenectady, N. Y. Sales Offices in the following Cities 
Atlanta, Ga. Chattanooga, Tenn, Brie, Pa. 
Baltimore, Md. Chicago, 1, Indianapolis, Ind. Naonet gees Se eee Site Utah, 
Birmingham, Ala. Cincinnati, Ohio. Kansas Oity, Mo. New Haven, Conn. San Francisco, Cal. — 
Boice, Idaho. Cleveland, Ohto. Keokuk, Ta, nee Orleans, La. St. Louis, Mo. 
Boston, Mass. Columbus, Ohio. Knoxville, Tenn. w York, N. Y. Seattle, Wash. 
Buffalo, N. Y. Davenport, la. roe Angeles, Cal. Philadelphia Pa. Spokane, Wash. 
Butte, Mont. _ Dayton, Ohio rapes hog Ky. Pittsburgh, Pa. Springtel bre 
Charleston, W. Va. Denyer, Ovlo. Mite otis Portland, ‘Ore Syracu: ne 
Charlotte, N. ©. Detroit, Mich... (Off. of!Sor'g Apt Oe Providence, R. I. Toledo, Ohio 

& Agt.) Richmond, Va. Youngstown, outed 
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1000 Kw Horizontal Curtis Steam Turbine, 
Mason City and Clear Lake Railway Co. 
Mason City, Iowa. 


The railway and lighting loads of Mason 
City are carried by this single unit, with only 
minor generating apparatus in reserve. 


This is a typical instance of where central 
station service is almost entirely dependent 
upon the continuous operation of a single 
Curtis steam turbine. 
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General Electric Company | 


Largest Electrical Manufacturer in the World 
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